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KILL THE HOCH-SMITH LAW 


The Commission has, apparently, gone about the 
task imposed on it by the Hoch-Smith resolution in a 
sensible manner, calling for suggestions from all inter- 
ested as to how it should proceed and as to what the 
general investigation of the rate structure should cover. 
In saying that the Commission’s procedure is sensible we 
do not mean to convey the impression that we think the 
resolution under which it is acting is sensible in the least 
degree. We have before expressed our opinion of that 
act of Congress and we have not altered it. But the Com- 
mission, which is a creature of Congress, must do what 
it is told just as a child must obey its father, though that 
father may be ever so unwise. Sometimes we think the 
Commission has been over meticulous in obeying the 
wishes of Congress where it might have ventured to point 
out reasons why the things ordered were unnecessary or 
impracticable, but, in this case, there would seem to be 
nothing else that could be done. The Commission might, 
perhaps, have “stalled” for a little more time, but that 


would hardly be dignified nor consistent with a high 
standard of duty. 


But whether with or without intent to delay, the 
preliminaries incident to this vast investigation, before 
it actually begins, must necessarily consume some time. 
It is to be hoped that they will consume so much time 
that, before the investigation is well under way, Congress 
will have convened again and that it can be convinced 
that the law ought to be repealed. To this end we hope 
that shippers and railroads alike, individually and 
through their organizations, will not allow their direct 
interest in the specific matters involved in the investiga- 
tion to obscure their vision as to the matter in its en- 
tirety, and that they will join in an intelligent effort to 
show Congress how foolish it has been. The railroad 


executives have already had one meeting on this subject, 
as told elsewhere, but they adopted no course of action. 
It is to be hoped that they will meet again and decide on 
some procedure. Their attitude with respect to this over- 


‘hauling of the rate structure has been too complacent 


from the beginning. Willing to fight on some things, 
they have been too quiet on this thing. The reason, per- 
haps, is not far to seek. They fear their motives will be 
misconstrued and they do not want to be in the attitude 
of objecting all the time. But that is a bad reason, if it 
is their reason. If a cause is good, one ought to fight for 
it, regardless of the possibility of a wrong construction 
being placed on his motives. The right should and will 
be made plain if those who are able to show it persevere. 
It remains to be seen what the National Industrial Traffic 
League will do. It has plans in the making for a meeting 
to consider the subject. Its efforts along legislative lines 
have been intelligent and effective in recent years and we 
look for forceful action from it in line with its previously 
expressed opposition to the Hoch-Smith measure. 


If there were no other objection to this task thrust 
on the Commission—principally because of the ill con- 
sidered ideas of a few demagogues, aided by the well 
meant efforts of some sincere but misguided persons who 
desired to help the farmers—it could be shown to be 
futile through its very vastness. The more one considers 
it and the more the situation develops now that the Com- 
mission has announced its procedure, the more appalling 
it becomes. One can hardly see how the Commission, 
with all its other multifarious and important duties, can 
accomplish it at all with any degree of intelligence or 
thoroughness, and one becomes increasingly impressed 
with the fact that the Commission is not competent to 
make it in any case. This is not merely a rate investiga- 
tion that is proposed. It is an investigation into the con- 
dition of very industry that asks that its condition be 
investigated or whose condition it may appear to the 
Commission, under the resolution, ought to be investi- 
gated. Is the Commission supposed to be able to make 
such an investigation? Do those who adopted this reso- 
lution know what this kind of investigation of any one of 
a dozen important industries may mean in time, and 
money, and effort? Probably they never thought about it. 
Agriculture was crying, the two parties were pledged to 
do something for the farmer, and this is what they gave 
him. Their hope was that, out of it, might come decreases 
in freight rates on agricultural products. Most of them 
went no farther than that in their thoughts. Those who 
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Texas, Mexico, New Mexico 
Arizona =< California 


served by the connections 
€ ® * 


Two manifest through freight trains daily 


via 
Newton, Miss., Vicksburg Route, Shreveport, oo lines 
Laurel, Miss., N.O.& N.E.R.R., New Orleans, La. 





Bells, Tenn. . 


IGMAN. 





Jackson, Tenn. diverging 


CONDENSED DAILY MANIFEST THROUGH FREIGHT SCHEDULES 


Example Example 
No. 55 by days No. 51 by days 


Connections 
‘8:00 a.m. Mon. 3:30p.m. Mon... .Lv. Bells, Tenn. L. & N. 
9:35 a.m. Mon. 4:45p.m. Mon....Lv. Jackson, Tenn. I. C—M. & ON. C. & St. L. 
12:30 p.m. Mon. 7:43p.m. Mon....Lv. Middleton, Tenn. Southern 
3:35 p.m. Mon. 11:01 p.m. Mon....Lv. New Albany, Miss. St. L. & S. F. 
7:54p.m. Mon. 3:08 a.m. Tues...Ar. Mathiston, Miss. C. & G. 
4:50 a.m. Tues.11:20 a.m. Tues....Ar. Union, Miss. J. & E. 
3:30p.m. Tues. 3:30p.m. Tues....Ar. Meridian, Miss. A. G. $.—Southern 
6:18 a.m. Tues.12:50p.m. Tues....Ar. Newton, Miss. A. & V. 
12:05 p.m. Tues. 12:10 a.m. Wed....Ar. Jackson, Miss. A. & V. 
2:30p.m. Tues. 2:30 a.m. Wed....Ar. Vicksburg, Miss. | V.S. & P. 
6:55a.m. Wed. 7:00p.m. Wed....Ar. Shreveport, La. Diverging lines West 
9:30 a.m. Tues. 3:45p.m. Tues....Ar. Laurel, Miss. N. O. & N. E. for New Orleans and West 


10:00 p.m. Tues. 1:05 a.m. Wed....Ar. New Orleans, La. Diverging lines West—All Steamship Lines 


2:30 a.m. Wed. 2:30a.m. Wed....Ar. Evanston, Miss. Mississippi Export 
5:15 a.m. Wed. 5:15 a.m. Wed....Ar. Mobile, Ala. L. & N.—M. & O.—Sou.—All Steamship Lines 


Second morning arrival from Memphis, third from St. Louis, fourth from Chicago, Kansas City 
and Wichita, at Mobile and New Orleans; and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 


x Daily Merchandise cars from Chicago, St. Louis and Memphis 


— “ Weekly Refrigerator cars from Chicago to Meridian, Laurel and Mobile 


eeeereeeereeeeeeeees ee 


a 


is — attention given to Import, Export and Intercoastal traffic via Mobile, Gulfport and New 
rleans. 








Chicago, II. 


Memphis, Tenn. 

a... L. Mountfort, A. T. M. TRAFFIC AGENCIES: M. Lamon, D. F. A. 

allas, Texas i i 

C. H. Stutz, D. F. A. MOBILE, ALA. gy ag 'D. F. A. 
Detroit, Mich. N Orl " i 

W. R. Butler, D. F. A. J. A. JACKSON, Ass’t Traffic Manager TT 0. Gaither D. F. A. 
Kansas City, Mo. I Expe Pi ’ 

J. S. Chartrand, D. F. A. Se ee ee ae _ WE tic.C. A. 
Los Angeles and San Francisco W. H. Askew, A. G. F. A. St. Louis, Mo. 

M. F. Smith, P. C. A. C. H. Dege, Jr., D. F. A. W. O. Lewis, D. F. A. 
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did go farther either did not go far enough or were will- 
ing to let the Commission hold the bag. 

There are always many things, of both positive and 
negative nature, to be hoped for from Congress. But we 
believe in concentrating. In the last Congress our slogan 
was, “Hands off the Transportation Act,” because we 
feared that, though it was not perfect, tampering with it 
might make it worse. Now we think the slogan ought to 
be, “Repeal the Hoch-Smith Resolution.” One cannot 
accomplish everything one wishes and the average Con- 
gressional mind is not capable of holding more than one 
or two ideas at a time. Let a few other desirable things 
go, perhaps, but make certain that Congress is impressed 
with the idea that the public does not want this Hoch- 
Smith law. 


TEACHING TRANSPORTATION 

The transportation department of a certain university 
is making a survey of conditions with a view to intelli- 
gent determination as to just what things should be 
taught in a college transportation course and how they 
should be taught. Undoubtedly the effort is commend- 
able and there are many things that may be learned to 
the advantage of those endeavoring to teach transporta- 
tion, as well as of those who study the courses offered. 
But, in our opinion, there is a prior question that ought 
to be answered. It would inquire, first, as to what field is 
offered for the activity of those who study transportation, 
after they have studied it, and, second, what may be done 
to broaden the field, if it is found to be too limited and 
if it is believed that it ought to be enlarged. Of course, 
it will be admitted that there is no virtue, particularly 
from the university point of view, in offering instruction 
in a subject that would be of little use to a student after 
he had mastered it. The object of a university is to 
equip men and women for their work in life, whatever 
it may be, and not merely to offer instruction for academic 
reasons in something that is of little use. The point_of 
view of the commercial and correspondence schools is a 
little different, of course, their prime motive being to sell 
something to those who will buy it, but even they, out 
of practical, if not moral, considerations, should be in- 
terested in ascertaining the field for the graduates they 
turn out and in enlarging that field, if possible, 

No one appreciates better than we do the fact that 
trained men (we are speaking now especially of the 
trafic branch of transportation) are needed in the trans- 
portation world, but, at the same time, no one knows 


better than we do that this need is not appreciated by 
those in position to employ the trained men. It is not 


necessary to “sell” the traffic idea to the railroads, of 
course. They all have well equipped traffic departments 
with well defined duties, and have had for years. But it 
is true that they make no particular effort to find trained 
men for this work. Their ranks are filled in the usual 
manner of employing young men who are looking for 
work, training them as they work, and, if they prove 
reasonably efficient, promoting them as occasion and 
seniority warrant. Railroad offices, like other offices, are 
filled with men of no particular ability who do their tasks 
in a routine way with no deep understanding of the sub- 
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ject with which they deal. This is not entirely their own 
fault, since their immediate employers are much the 
same kind of men and put little premium on special train- 
ing or preparation. So, though there is no field among 
the railroads for increasing the demand for traffic men, 
there is a field for increasing the demand for the right 
kind of traffic men. 

In the industries, apart from the railroads, the case 
is different. Most of the larger industries have traffic 
departments and many of them have good ones. Some 
of the larger industries and many of the smaller ones have 
no traffic departments worthy of the name and no traffic 
managers who know much about the business. Many an 
industry has nothing more than a shipping clerk who sees 
that shipments are packed and marked and who routes 
them, under the advice of a local railroad agent. That is 
all he knows about the business. His employer does not 
insist that he know more or look for a man who knows 
more. That is because his employer has not been “sold” 
on the traffic idea and the importance of an adequate 
traffic department in his business. Everyone who reads 
this column knows that this is true, though most persons 
may not have it as forcibly impressed on them as it is on 
us. In a typical city of forty or fifty thousand inhabitants, 
for instance, where there are numerous large and thriving 
industries, with large inbound or outbound business in 
shipping, there will, perhaps, be not more than two or 
three genuine industrial traffic departments in charge of 
men who are really entitled to be called traffic managers 
—though each of these industries has a shipping clerk 
who may be called a “traffic managér” but who knows 
nothing of what he could do for his employer in the way 
of saving money and time and whose employer has no 
realization of what he is overlooking. 

Here is the best illustration of this condition that we 


can think of. A few years ago a business magazine 
of high standing, published for the purpose of giving 


business men information and advice from special sources 
in the conduct of their business, asked the editor of The 
Traffic World if he would write an article for it, pointing 
out the value of the traffic department in industry. He 
did as requested, illustrating his article by concrete in- 
stances of how and where traffic departments had been of 
specific advantage. The editor of the business magazine 
wrote him a letter accepting the article and commending 
it highly, stating that it would be published soon. A few 
weeks later, however, he got another letter from the 
editor of the business magazine stating that the usual 
conference had been held on the article and it had been 
decided not to publish it, but to ask the editor of The 
Traffic World if he would not write another showing the 
business man how he could get along without a traffic 
department, thus saving the money. The business maga- 


zine thought this would be doing a better service for 
business. 


It is clear that business, generally speaking, does not 
yet appreciate the value of the traffic department or un- 
derstand its function, and that the railroads themselves, 
though they appreciate and understand these things, 
might still be brought to value more highly a trained class 
of employes. It seems to us, therefore, that the intelligent 
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course for both the universities, teaching transportation 
for the use the knowledge may be to their students, and 
the commercial schools, teaching the subject for the 
money they may make out of their students, ought to get 
together in some sort of institute, or conference, or con- 
vention, to determine, first, the exact condition that we 
have been pointing out, and, second, the best methods 
of changing that condition. They might expect to enlist 
the cooperation of others interested. The railroads them- 
selves—or some of them, at least—would doubtless help, 
not only for the sake of getting better men for their own 
work but for the sake of improving the class of men 
with whom they have to deal. They prefer to deal with 
intelligent and trained industrial traffic men rather than 
with ignorant and narrow ones. The National Industrial 
Traffic League ought to be interested in methods for de- 
veloping the field for service by the kind of men that 
make up its membership. The traffic clubs ought to help, 
for the “good of the order.” Cooperation might be looked 
for from commercial organizations and from individuals 
everywhere. We should be glad to lend our aid also, not 
only because enlargement of traffic knowledge and a 
broadening of the field of labor for traffic men would 
mean business for us, but because we realize, as we have 
continually preached, that in education and intelligence 
is the solution of our great transportation problems. 


FELTON REPLIES TO BROOKHART 


Senator Smith W. Brookhart, of Iowa, is severely criticised 
in an open letter sent to him by S. M. Felton, president of the 
Chicago Great Western Railroad, because of assertions regard- 
ing railway matters recently made by Mr. Brookhart in the 
United States Senate. (See Traffic World, March 21, p. 749.) 
Mr. Felton charges Mr. Brookhart with resorting to the use of 
railway statistics “in a way plainly intended to deceive the 
public” and indicates that alleged misleading statements re- 
garding the results of private operation made by Senator Brook- 
hart were intended to promote the cause of government own- 
ership of which he is an advocate. The letter follows: 


In criticising recently in the United States Senate a statement 
issued a short time ago by the Western Railways’ Committee on 
Public Relations, you. made assertions regarding railway matters 
which were so misleading that, in fairness to the railways and the 
public, your remarks should not be allowed to go unchallenged. It 
seems astounding that a man holding the important public office 
that you do should so frequently resort to the use of railway statis- 
tics in a way plainly intended to deceive the public. 


You asserted that, in the statement issued_by this committee 
(the Western Railways Committee on Public Relations) regarding 
the reductions of railway operating expenses made between 1920 and 
1924, no reference was made to the fact that during the last ten 
months of 1920 the railways were under private operation and that 
this indicated an intent to mislead the public regarding the compara- 
tive results of government and private operation. The statement in 
question was dated March 1, 1925, and the first words in it were: 
“It was just five years ago today that the railways were returned 
from government to private operation.’”” These words were intended 
to convey, and did convey, to every intelligent reader the informa- 
tion that the railways, in the last ten months in 1920, were under 
private operation. The statement issued by this committee was not 
intended, as you assert, to make any comparison between the results 
of government and private operation, but merely to show the prog- 
ress the railways have made in increasing the economy and efficiency 
of operation during the five years that have elapsed since 1920, when 
their operating expenses reached the highest level. 


I.am not surprised, however, that you, being an advocate of 
government ownership, should have taken it upon yourself to attack 
this statement, because the facts it gave regarding the progress the 
railways have made since 1920 in reducing operating expenses, im- 
proving service and reducing rates, affords a remarkable vindication 
of private management from such criticisms as you and other advo- 
cates of government ovnership habitually make against it. 


In an effort to minimize the improvements made by private man- 
agement since the railways were returned to their owners, you refer 
to the fact that 1920, after they were returned to private operation, 
there was a large increase in their operating expenses. When, how- 
ever, the facts about the increase in expenses that occurred in 1920 
are correctly presented, they tend as strongly as the reductions in 
expenses subsequently made to. vindicate private operation. 

You assert that statistics of the Interstate Commerce Commis- 
sion show that the operating expenses of the Class I roads increased 
$1,485,000,000 in the last ten months of 1920, after the railways were 
returned to private operation. This is not true. What the statistics 
of the Interstate Commerce Commission actually do show is that in 
the last ten months of 1920, under private operation, the operating 
expenses of the Class I roads were $1,278,000,000 greater, or $127,800,- 
000 a month more than in the last ten months of 1919, under govern- 
ment operation. And another thing they show, which you do not 
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mention, is that in the months of January and February, 1920, when 
the railways were still under government operation, their operating 
expenses were $150,000,000 more than in January and February, 1919. 
In other words, while still under government operation, they began 
the year 1920 with expenses already increased $75,000,000 a month 
over those of 1919. This increase that already had occurred under 
government operation accounts for 60 per cent of the monthly in- 
crease that subsequently in 1920 continued to be shown under private 
operation. There was no increase whatever, but a small reduction 
in expenses in March and April, the first two months after private 
operation was resumed. Then began a large increase. And to what 
was it due? It was mainly due to the facts that there was a large 
increase of freight business and that effective on May 1, a large 
advance of employes’ wages was made in accordance with an award 
of the Railroad Labor Board. In the eight months from May 1 to 
December 31, 1920, the freight business handled by the railways was 
11% per cent greater than in the corresponding months of 1919. 
Furthermore, after the award of the Railroad Labor Board went into 
effect wages increased $2,285,740 a day, or in the last eight months 
of the year to the extent of $560,000,000. If this advance in wages 
be added to the increase in operating expenses of $75,000,000 a month 
that actually had occurred between January and February, 1919, and 
January and February, 1920, before the roads were returned to pri- 
vate operation, it will be seen that the two items are sufficient to 
account in full for the entire increase in operating expenses in 1920 
over 1919. You said in the Senate: ‘The gigantic increase of_oper- 
ating expenses the first ten months after the roads were turned back 
in 1920 is one of the darkest pages in the black record of railroad 
financing in the United States.” If it was a ‘‘dark page,” it was 
written entirely by government operation and by advances in the 
wages of railway employes awarded by the Railroad Labor Board. 

In the statement issued by this committee certain facts were 
given regarding the way in which the large reductions in operating 
expenses made since 1920 have been effected. Complete statistics of 
the Interstate Commerce Commission for 1924 show that the average 
number of men employed was 245,441 less than in 1920 and that the 
average wage paid was $1,613. This reduction in the number of men 
employed reduced operating expenses almost $396,000,000. You refer 
to these employes as having been “‘discharged,’’ as if some wrong 
had been done. In fact, the reduction of employes was almost en- 
tirely due to increased efficiency of operation. Between the time 
government operation was begun on January 1, 1918, and the return 
of the railways to private operation at the end of February, 1920, 
the number of men employed by them was increased 267,000. Since 
you are a defender of government operation you will no doubt defend 
this increase in the number of employes. I do not believe, however, 
your constituents will criticise the managements of the railways for 
having so increased the efficiency of operation as to restore the num- 
ber of employes to a normal basis. 

A further saving of about $368,000,000 was effected in 1924 as 
compared with 1920 by a reduction of $207 in the average annual 
wage per employe. While, however, this reduction in wages was 
only about 11 per cent, the reduction in the cost of living between 
1920 and 1924 was about 17 per cent and, therefore, the average 
employe actually could buy more of the necessities and comforts of 
life with the wages he received in 1924 than in 1920. It is pertinent 
to add, since you have dragged in a comparison of government and 
private operations, that the average wage per employe under gov- 
ernment operation in 1919 was $1,486, while in 1924 it was $1,613, or 
8% per cent more, and that meantime the cost of living declined over 
13 per cent. Therefore, the purchasing power of the wage that the 
average employe received in 1924 under private operation was much 
greater than that of the wage he received in 1919 under govern- 
ment operation. 

You refer to the fact that the operating expenses of the rail- 
ways in 1924 were still slightly larger than in 1919. You might have 
added, although you of course did not, that if the average wage paid 
in 1924 had been the same as in 1919, total operating expenses would 
have been $78,000,000 less than in 1919, although a larger freight 
business was handled. 

You also point out that reductions of operating expenses since 
1920 have been greater than reductions of rates. During eight months 
of 1920 the railroads had government guarantees, and in the entire 
year they earned practically no net return whatever. It follows that 
if since then, when they have had no guarantees, rates had been 
reduced as much as expenses, every railway in the country would 
have been hopelessly bankrupted. 

The railways were returned to their owners on March 1, 1920, 
after their operating expenses had been increased so much more 
than their rates that they were incurring a deficit which, if gov- 
ernment operation had been continued, would have amounted to at 
least one billion dollars in 1920 even though wages had not been 
advanced. Immediately after their return to private operation they 
were subjected to an advance in wages of their employes which 
amounted, on the basis of the number of men employed at that 
time, to about $700,000,000 a year. A little later they were granted 
an advance in rates by the Interstate Commerce Commission which 
was so wholly inadequate that in the last four months of 1920 and 
the year 1921 the return earned by them on their valuation was only 
about 3% per cent, although the Interstate Commerce Commission 
had held that during that period they were entitled to a return of 6 
per cent. Since then they have, in every year, paid their employes 
a higher average wage than was paid in either 1918 or 1919 under 
government operation and in spite of this have effected economies 
in operation which have saved them from the general bankruptcy 
by which they seemed threatened in 1921 and made possible reductions 
in rates made by the Interstate Commerce Commission amounting to 
about $683,000,000 a year. 

This is a record of which railway managements are justly proud 
and for which they will be given due credit by the American public 
as the facts become understood in spite of the efforts made by advo- 
cates of government Ownership, such as yourself, to mislead the 
-— as to what actually has been done. 


1 / WOODLOCK TAKES OATH 


Thomas F. Woodlock, of New York, April 1, took the oath 
as a membér of the Commission under the recess appointment 
given him by President Coolidge. Mr. Woodlock, after having 
been sworn in by Secretary McGinty, called on the other mem- 
bers of the Commission. It was expected that the new com- 
missioner would be assigned to the division having direct 
charge of finance cases because of his experience along that 
line. 

A rumor has been going the rounds in Washington that 
support for Woodlock’s confirmation by the Senate is to be 
sought by an agreement that; if the Senate will confirm Wood- 
lock, the next vacancy on the Commission will be filled by 
someone acceptable to the southern senators. 
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Current Topics 
in Washington 





Everybody Wants to Know.—It was surprising, this week, 
when the resumed hearing in the eastern class rate case brought 
carriers and shippers together, to learn of the curiosity every 
man had to learn what his neighbor thought about No. 17000, 
the Commission’s case instituted in obedience to the Hoch- 
Smith resolution. Every man demanded of his neighbor why 
he had not a definite idea as to what the Commission thought 
it could do and what the testimony would warrant it in doing, 
and then he felt aggrieved that the neighbor was just as hazy 
as he was himself. But when Edgar E. Clark and Wilbur LaRoe 
came forward with their suggestion that Congress intended the 
_ Commission to deal with the question of rates on what Secretary 
Hoover called basic commodities there was a roar. Is was 
assumed that they had in mind the suggestion, often made, that 
relief should be given to the heavy-loading, large volume ton- 
nage, by reducing the rates thereon and raising rates on more 
valuable but lighter loading commodities. It was to that latter 
suggestion that some veteran traffic men applied uncompli- 
mentary language. They suggested that the minute anyone 
added one cent, broadly speaking, to the cost of transporting 
shoes, clothing, candy, electrical machinery, or any other of the 
thousand other kinds of high-class merchandise, the high-class 
stuff would go to the motor truck. One man whose company 
had to give up shipping candy from the east to the Pacific coast 
because rates became too high, said that increasing rates on 
articles of that kind defeated the primary aim—that of raising 
revenue. In his case, the situation was met by establishing 
factories on the Pacific coast and distributing from them in- 
stead of from the eastern factories. Another veteran traffic man 
said that, for every cent taken off the rates on coal, lumber, 
cement, or the other heavy-loading commodities, fifteen or 
twenty cents would have to be added to the so-called higher 
class of merchandise. He figured that sixty per cent of the 
freight of the country was of the so-called basic commodities; 
that of the so-called higher class merchandise, twenty-five or 
thirty per cent of the tonnage was furnished by dairy products 
and other foodstuffs. On such, he suggested, that no railroad 
or Commission would think of laying any considerable increase, 
if any. That would leave ten or fifteen per cent of the whole 
tonnage to bear the burden of making up the decrease in reve- 
nues caused by reductions in rates in coal, lumber, cement, and 
other heavy-loading traffic. What percentage of the high-class 
traffic would jump to the motor truck he refused to guess. Last 
summer, while he was going by automobile from New York to 
Albany, a particular motor truck passed his car five or six 
times, each time traveling about forty miles an hour. The 
driver stopped to make store door delivery in five places and 
yet arrived at Albany at the same time that the automobile 
carrying the vacation party arrived. The big packers in Chi- 
cago, he pointed out, used the motor truck for distances of 
seventy miles around Chicago. Any increase in rates, he 
thought, would tend to drive a larger volume of the business 
to the truck as well as to extend the trucking area to at least 
110 miles. To him the whole thing was a dream—and a poor 
one, at that. It was based, he thought, on the railroad asser- 
tion that less-than-carload business was not profitable and the 
implication that the carload merchandise traffic was a source 
of joy for the treasurer. One thing brought out in the discus- 
sion was that the representative of every industry was con- 
vinced that Congress, when it adopted the resolution, had in 
mind the commodity for which he had been fighting, and prob- 
ably not any other. That creates the impression that the Com- 
mission will have a considerable grist of opinions delivered at 
its door in response to the invitation carried in its order insti- 
tuting No. 17000. 





Reviver Applied to Old Fight.—The suspicious person, hav- 
ing some memory for the history of rate fights between the 
New York Central and the Pennsylvania, probably smiled be- 
hind his hand when O. S. Lewis, speaking for the Baltimore & 
Ohio, and E. P. Bates, for the Pennsylvania, in the eastern 
class rate case, advocated putting Buffalo and Pittsburgh on 
an even footing in class rates to New York, and Pittsburgh 
on a port differential basis to Philadelphia and Baltimore. At 
the time they were talking it was realized that that could 
not be expected to bring joy to the New York Central. But it 
was suggested that that road could not be expected to have 
the Pennsylvania and the Baltimore & Ohio consent to a 
scheme of rate-making, to New York, that would about equalize 
the differences in mileage, without compensation for the more 
southern lines. The suspicious person also believed he could 
see, in that move by the more southern lines, the evidence of 
the entente cordiale established between them when the Com- 
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mission gave the New York Central the Chicago packer ter- 
minal roads, and, in the language of Justice Brandeis, con- 
verted those neutral terminals into terminals for one of a 
number of competitors. Of course, the fact that one of the 
big packers was in need of money and the sale of the terminal 
roads was one way to obtain it, has always been kept in the 
background by the fianciers who handled an uncomfortable 
situation, suspected, if not positively known, to have existed, 
prior to the sale. Nevertheless, the Lewis and Bates testi- 
mony was taken as indicating that, given the opportunity, the 
two big systems, in this rate case, would continue the friction 
that had been seen on account of the packer terminal sale and 
the divergence of view as to the proper and suitable course 
to be followed in the consolidation of eastern railroads. The 
Buffalo-Pittsburgh adjustment, a generation ago, was one of 
the hottest pokers in the transportation fire. As indicated by 
Mr. Bates, it had been smouldering since 1918, when, to comply 
with the Commission’s decision in the Pollok steel case, Pitts- 
burgh’s iron and steel rates were made two cents higher than 
those of Buffalo, for substantially the same length of haul. 





Tourist Travel Business Competition—Myron Witters, the 
examiner in No. 16217, Chamber of Commerce of the City of 
Boulder, Colo., vs. Atchison, Topeka & Santa Fe, by his report 
therein, proposes that the Commission recognize competition 
for summer tourist travel as a reason for the carriers remem- 
bering the third section, and, further, that, while there is not 
the same carrier competition at Boulder as there is at Denver, 
Pueblo, and Colorado Springs, the transportation law has been 
construed by the Supreme Court, in U. S. vs. Illinois Central, 
263 U. S. 515, as giving the Commission power to find undue 
prejudice on broader grounds than existed before its enactment. 
The court, in that case, said: “In view of the policy and pro- 
visions of that statute (transportation act), the Commission 
may properly have concluded that the carrier’s desire to origi- 
nate traffic on its own lines, or to take traffic from a competitor, 
should not be given as much weight in determining the justness 
of a discrimination against a locality as theretofore.” But it 
is the fact that competition for tourist travel is proposed for 
recognition that is interesting. Heretofore, cities and communi- 
ties have received relief because of the competition in the 
marketing of sauer kraut or wiener schnitzel, or something 
equally as substantial. Henceforth, if Witters’s recommenda- 
tion is adopted, the carrier will be required to have a care 
that it give every tourist city precise equality of treatment. 
Just how literally the word “precise” will have to be construed 
may be inferred from the fact that Boulder complained because 
tourists thereto were required to pay $2.16 more, in 1924, than 
if they went to other places where the view also was fine. 
It may even come about that cities and communities may be- 
come competitive in the matter of smells or scents, one claim- 
ing that its faint magnolia odor gives the tourist needing rest 
something more soothing than the scent of hyacinths at a point 
equidistant from the fare key point, but not so blessed with 
carrier competition as the other place. Who knows but that 
some day Jersey resortts may be in fierce competition for 
tourist travel because each will be claiming that it has the 
only genuine, old-fashioned New Jersey mosquito (the kind 
about half an inch long) in captivity? Comes that time, there 
will be the Witters rule, ready to restore pleace, if the Com- 
mission will see its duty and do it. 





Dog Days Come Early This Year.—In a news sense, Wash- 
ington has already entered the dog days, though the freedom 
from the affliction of Congress is only a month old. The imagi- 
nation of some newspaper reporters is already at work. It has 
produced the story that the Commission is deadlocked on the 
question of allowing the consolidation of the Nickel Plate and 
the Chesapeake & Ohio, five to five; that the appointment of 
Commissioner Woodlock is necessary to break it; and that, the 
appointment having been made, all the fat ig in the fire by 
reason of the discovery that Mr. Woodlock was once a director 


- of the Pere Marquette, one of the roads embraced in the pro- 


posed consolidation. The fact that the hearings in the Nickel 
Plate-Chesapeake & Ohio merger do not begin until some days 
hence was not a deterrent to the one who converted possible 
speculation as to a future development into an existing fact. 
Nor did the implication that ten commissioners were so men- 
tally crooked, if not worse, as to allow themselves to reach 
conclusions without having heard a word of testimony, stay the 
typewriter of the energetic one reaching for a “story” of a kind 
that usually appears in the dog days of the years when Con- 
gress is not in session, between March and December. Those 
who know the grind to which commissioners are subjected by 
the work they cannot put aside, declined to believe it necessary 
to inquire what basis there might be for the report. At no 
time since 1910, the year the Commission received the power 
of suspension, has it been necessary for a commissioner to 
reach out for work to keep him busy. The fact is, and long 
has been, that members of the Commission have sighed for 
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longer legs to the end that they might keep ahead of the tasks 
that are always hounding them for disposition ahead of the 
time when litigants begin growling about the long time their 
matters have been under consideration. Disqualification of a 
commissioner comes only in cases where his vote will decide 
a matter in which he has a pecuniary interest or in which he 
has acted as attorney for one of the interested parties. ° 





Australia Also Disillusioned.—Australia, seemingly, has 
joined the ranks of those states on whom the school of ex- 
perience had conferred the graduate degree of D. F. It is re- 
tiring from the shipping business. Its education is expected to 
cost about $100,000,000. That would be less for this country 
than the bagatelle about which the Frenchman shrugs his shoul- 
ders so eloquently. The Wilson administration taught this 
country to think in billions and almost to sneer at so paltry 
a sum as $100,000,000. However, the antipodean commonwealth 
seem to regard it with much respect. State-owned shipping 
came into fashion in 1917, in that land of socialistic experiments 
in politics, trade and industry. In this country, advocates of 
government operation of the railroads refuse to believe the 
government achieved a loss of about $1,600,000,000 in its thirty 
months of operation and guaranty, but the fact is that there 
was that much margin between what was taken in and what 
was paid out. How much of the loss should be charged to the 
war is something that will never be settled. The cost of gov- 
ernment ownership and operation of ships in the United States 
has not been ascertained. There are those who think the 
country has been unfortunate in that it has not had a man 
like James C. Davis to wind up the affairs of the government 
owned and operated fleet. Director-General Davis has put down 
in black and white, so it can be understood, just what it cost 
the United States to take over, operate and restore the rail- 
roads from the chaos into which it threw them before taking 
them over and into which it plunged them again before res- 
toration. But, apparently, government operation of ships in 
Australia was not unlike, in its manifestations of control by 
labor unions, the operation of United States railroads. Accord: 
ing to reports, the labor unions compelled the Australian gov- 
ernment to pay time and a half if a man was required to dip 
the colors of a government ship, in salute, on Sunday. That 
matches the fact that, on American railroads, a man who turned 
out the electric lamps by means of a single switch, instead 
of turning a switch on each bulb, had to be paid an electrician’s 
wage instead of the wage of a laborer. A. E. H. 


GENERAL ASHBURN EXPLAINS 


Editor, The Traffic World: 

I note by an editorial in your issue of March 21, 1925, that 
the undersigned is accused of bad logic and loose statements, 
such assertions being based upon the first two paragraphs of 
Article V, on “Waterways and Inland Seaports,” which recently 
appeared in the Chicago News, under my signature. 

As a matter of fact, what you picked out to criticize was a 
speech by the Honorable Benjamin G. Humphrey, M.C., delivered 
in Congress, January 31, 1921. The quotations begins in Arti- 
cle IV, immediately after the words “and asks for the results,” 
preceding the black type heading, “Raise Rates to River Points,” 
with the words, “River points which formerly enjoyed,” and 
ends with the statement of Mr. Humphrey, which you quote as 
mine: “That cannot be done so long as the Interstate Commerce 
Commission has the power to grant the privilege to the railroads 
of strangling competition.” 

In the original manuscript furnished the Chicago News the 
articles were not divided as they appeared in print, and, unfor- 
tunately, the beginning of Article V, (which is a continuation 
of the speech of Mr. Humphrey from article IV) appears as 
views which I myself was advancing. 

The original manuscript furnished the News, read as fol- 
lows (speaking of Mr. Humphrey): 


His purpose was to show that the effect of this amendment was 
of no benefit to anybody but the railroads because the railroads are not 
allowed to fix a charge that is not reasonably compensatory for the 
service performed and asks the result. He answers: 

“River points which formerly enjoyed, etc.,” and continues his 
answer to include in Article V the words: ‘‘That cannot be done so 
long as the Interstate Commerce Commission has the power to grant 
the privilege to the railroads of strangling competition.” 


The manuscript clearly indicated this to be the words of 
Congressman Humphrey. 

Nowhere else in the whole series of articles can any state- 
ment of mine be construed or twisted or distorted to give the 
views you attribute to me, and proceed to discuss. 

I can understand, however, that the way the articles were 
printed might have led you to believe the views expressed by Mr. 
Humphrey to be my argument. 

On the contrary, if you should substitute in the first sen- 
tence of the concluding paragraph of your editorial, the word 
“transportation” for “inland waterway,” making it read: “We 
have no quarrel with advocates of transportation expansion, so 
long as they stay within the facts, and do not use distorted 
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logic,” and then continue to the end, you would so nearly ex- 
press the viewpoint of the articles under discussion as to sug- 
gest plagiarism. 
T. O. ASHBURN, 
Brigadier General, U. S. A., 
Chairman and Executive, 
Inland Waterways Corporation. 
Washington, D. C., March 26, 1925. 





We print General Ashburn’s communication, in justice to him. Of 
course, we are not to blame for our construction of what he had 
to say, in view of the fact that the newspaper did not print it as 
he wrote it. We might ask, however, what General Ashburn’s pur- 
pose was in quoting Mr. Humphrey if it was not to approve what 
Mr. Humphrey said. It does not seem to have been for the purpose of 
controverting or explaining the Humphrey views.—Editor The Traffic 


orld. 
APPROVES CONTROL BY S&S. P. 


Acquisition by the Southern Pacific Company of control of 
the San Antonio & Aransas Pass Railway Company by purchase 
of capital stock, and acquisition by the Galveston, Harrisburg 
& San Antonio Railway Company, the stock of which is owned 
by the Southern Pacific, of control of the San Antonio & Aransas 
Pass railroad by lease, have been approved and authorized by 
the Commission. The attorney-general of Texas opposed the 
application of the Southern Pacific and the Galveston, Harris- 
burg & San Antonio to acquire control of the San Antonio & 
Aransas Pass. The Commission said chambers of commerce 
and other organizations of business men located in the affected 
territory supported the application. 

The report said that, prior to 1903, the Southern Pacific 
owned the stock of the Aransas Pass, and had guaranteed 
$17,544,000 of the latter’s bonds. By force of a decree of the 
district court of Travis county, Texas, in December, 1903, the 
Southern Pacific was enjoined from owning or controlling any 
of the stock of the Aransas Pass so long as it owned or con- 
trolled any of the stock of the G. H. & S. A., and, accordingly, 
the Southern Pacific disposed of its interests in the Aransas 
Pass, but its liability ag guarantor of the bonds was continued. 
Continuing, the Commission said: 


The record shows that the Aransas has incurred an average 
annual net defiicit of $965,370.55 during the 10 year period, 1914 to 
1923, inclusive, and up to September 30, 1924, was indebted to the 
Southern in the sum of $9,263,011.75 for interest paid under the guar- 
anty, plus interest thereon in the sum of $4,823,771.16, a total of 
$14,086,782.91. The Southern contends that the placing upon it of 
this burden of financial responsibility and expense, without control 
by it of the Aransas, is in conflict with the best interests of the 
public, and ffiat this is especially true when it can be shown that 
the expense could be substantially reduced and possibly entirely 
provided for in the future by operation of the Aransas as part of 
the Southern system. 

The Aransas has outstanding 10,000 shares of common stock of 
the par value of $100 per share. The Southern has entered into an 
agreement with Kuhn, Loeb & Co., bankers, for the purchase of 9,854 
shares of this stock for the sum of $236,560.50, with interest at the 
rate of 6 per cent per annum from June 17, 1924, plus a sum equal 
to the amount of the stamp tax payable on the transfer of the stock. 
The Southern states that the stock has no ascertainable market 
value, but that its value to the Southern is in excess of the amount to 
be paid, as control and operation of the Aransas by a subsidiary of 
the Southern will result in savings that will substantially contribute 
to or perhaps entirely meet the annual expense to the Southern 
incurred from payment of interest on the bonded debt of the Aransas. 

The record shows that the Aransas interchanges freight with 
the Galveston at Houston, Beeville, Eagle Lake, Flatonia, Ganzales, 
Luling, San Antonio, and Cuero, Tex., and at various points with 
other subsidiaries of the Southern, namely, Houston & Texas Cen- 
tral, Texas & New Orleans, and Houston East & West Texas. The 
applicants allege that the lease and operation of the Aransas by the 
Galveston would result generally in improvement of service and re- 
duction of cost of operation. It is pointed out that communities now 
served by the Aransas have to be satisfied with indifferent service 
commensurate with the ability of that line to provide itself with 
proper equipment and other faciltiies, while operation by the Gal- 
veston will make available the equipment owned by the Southern 
system and will insure the replacing of the present light rail with 
heavier rail and proper maintenance of the road; that delay at in- 
terchange points will be eliminated; that the haul between points 
on the Aransas and principal markets will be shortened; and that 
operation by the Galveston will result in greater development of the 
territory tributary to the Aransas and consequent increase in pro- 
duction and propserity. 





WOODLOCK ON NICKEL PLATE MERGER 


Commissioner Woodlock has allowed his colleagues to know 
that when the time comes he will not vote on the application of 
the Nickel Plate for permission to acquire control of the Chesa- 
peake & Ohio, Pere Marquette, Erie and Hocking Valley. It was 
understood that the new commissioner will abstain from voting 
because at the time the Van Sweringens initiated negotiations 
for the acquisition of the Pere Marquette, Mr. Woodlock was a 
member of the board of directors of the Pere Marquette and a 
member of the executive committee of that board. It is under- 
stood that Mr. Woodlock desires to abstain from voting in the 


Nickel Plate case so as to avoid even the shadow of a ground 
for criticism. 
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KANSAS CITY SWITCHING 


In a mimeographed report on I. and S. No. 2200, switching 
at Kansas City and related points, written by Commissioner 
Lewis, the Commission said the carrier involved, the Kansas 
City Southern, had not justified the proposal to increase switch- 
ing charges at Kansas City Mo.-Kans., in full, and ordered 
the suspended schedules cancelled without prejudice, however, 
to the filing of new ones in compliance with criteria laid down 
in the report. The proposal was made by the Kansas City 
Southern as to both state and interstate rates. A joint hear- 
ing was had by the federal and the Missouri commission. The 
Alton protested, as did also civic and commercial organizations 
and the Southwestern Coal Operators’ Association. The Com- 
mission, in disposing of the case, said: 

We find that the proposed increases in the reciprocal switching 
charges On grain products and on live stock in trains of ten cars or 
more have been justified; that the proposed increases in the 
reciprocal charges on other traffic have not been justified, but that 
the reciprocal charges on such other traffic have been justified to 
the extent of $6.40 where it is proposed to increase the charges to $7; 
to the extent of $7.50 where it is proposed to increase the charges to 
$8.25; to the extent of $9 to and from Mt. Washington, Fairmont Park, 
and Sugar Creek, and to the extent of $9 per car as a minimum charge 
to Leeds under the per-100-pound rates; charges to the extent of $8 
and $9 to team tracks where charges of $9 and $10.25, respectively, 
are proposed, and intra or interyard charges to the extent of $1 per 
car higher than the reciprocal charges herein approved. 

An order will be entered requiring the cancellation of the pro- 
posed schedules as to interstate commerce without prejudice to the 


filing of schedules applicable to such commerce in conformity with 
the findings herein. 


NEW PULP WOOD ADJUSTMENT 


The Commission, in disposing of No. 14358, West Virginia 
Pulp & Paper Co. vs. Southern et al., opinion No. 10213, 96 
I. C. C. 244-56 (Traffic World, March 28), handled a situation 
in which it found rates for hauls in Official Classification terri- 
tory, those on pulp wood, higher than those in Southern ter- 
ritory, a reversal of the usual condition, with the complainant, 
near the line between the two territories, at a disadvantage 
in competition with rival wood pulp manufacturers, to some 
extent, by reason of the difference in the levels of rates in the 
two territories. 

This case and two before the State Corporation Commission 
of Virginia were heard together by the Commission’s examiner 
and a representative of the state commission, and a joint pro- 
posed report was served upon the parties. The cases were 
also jointly argued, a member of the Virginia commission sit- 
ting with division No. 2 of the federal body, the latter com- 
posed of Commissioners Aitchison, Esch and Campbell. The 
report, differing from the recommendations of the examiner, 
written by Commissioner Esch, follows the disposition made of 
the state rates by the Virginia commission, for similar hauls. 
The federal report finds the interstate rates on pulp wood from 
points in Virginia, the Carolinas, Tennessee and Georgia, to 
Covington, Va., where the complainant has a plant, unreason- 
able and unduly prejudicial to complainant and unduly  pref- 
erential of wood pulp and papermakers at Coleman, Big Island 
and Hopewell, Va., Canton, N. C., Kingsport, Tenn., and Bris- 
tol, Va.-Tenn. 

At the hearing the Chesapeake & Ohio, which serves the 
complainant’s plant as well as those of competitors, suggested 
a scale which other carriers were willing to use. The com- 
plainant proposed a local scale on all pulp wood substantially 
the same, the Commission said, as the Chesapeake & Ohio’s 
pine pulp wood scale and a joint scale a little higher than that 
maintained by the Southern and the Carolina, Clinchfield & 
Ohio to Kingsport, Tenn. In disposing of the case the Com- 
mission said: 


Defendants generally oppose the establishment of joint mileage 
scales on this traffic from points on the southern lines, pointing out 
that there are no such joint scales in effect on any traffic between 
official and southern territories. But the general rate level is higher 
in southern than in official territory, while the reverse is true with 
respect to the commodity under consideration. Covington is situated 
close to the line dividing the two territories and, in view of the 
nature of this traffic and the competitive situation disclosed by the 
record, is entitled to rates based as nearly as possible on a joint scale 
properly aligned with the lower level of rates in southern territory, 
on the one hand, and the higher leve! of rates in official territory, on 
the other. Coleman, Big Island, Buena Vista, and Hopewell are 
in the same sitvation as Covington. On pine pulp wood from the 
Southern and affiliated I'nes, no justification appears for through 
rates to Covington, Coleman, and Big Island higher than combinations 
composed of factors up to Lynchburg based on the scales proposed 
by these carriers plus factors beyond Lynchburg based on the 
Chesapeake & Ohio pine-wood scale. Complainants propose that the 
rates be stated in amounts per net ton, while defendants propose the 
basis per 100 pounds. The latter is the basis for rates on forest 
products generally, and no reason is offered why an exception should 
be made as to pulp wood. 

We find that defendants’ interstate rates on pulp wood, in car- 
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loads, for joint-line hauls from points on their lines in Virginia, North 
Carolina, South Carolina, Georgia and Tennessee to Covington, Va., 
are unreasonable and, in so far as the same carriers rarticipate in 
the transportation, unduly prejudicial to complainant, West Virginia 
Pulp & Paper Company, and unduly preferential of producers of wood 
pulp and paper at Coleman, Big Island, and Hopewell, Va., Canton, 
N. C., Kingsport, Tenn., and Bristol, Va.-Tenn. We further find 
that such unreasonab!leness and undue prejudice and undue pre- 
ference will be removed by the establishment of specific rates to 
Covington, Coleman, Big Island, and Hopewell from the origins re- 
ferred to based on the joint scale set forth below in cents per 100 
pounds, provided that the rates on pine pulp wood to Covington, Cole- 
man, and Big Island from points on the Southern, the High Point, 
Randleman, Asheboro & Southern, the Yadkin, the Atlantic & Yadkin, 
and the Danville & Western shall not exceed combinations composed 
of factors up to Lynchburg, Va., based on the scale contemporaneously 
maintained by the Southern to Canton and Bristol, plus factors 
beyond Lynchburg based on the scale contemporaneously maintained 
by the Southern to Canton and Bristol, plus factors beyond Lynchburg 
based on the scale contemporaneously maintained by the Chesapeake 
& Ohio on intrastate shipments of pine pulp wood, and provided that 
the corresponding rates on pine pulp wood in connection with the 
Carolina & North Western or the Blue Ridge shall not exceed com- 
binations composed of factors up to Lynchburg based on the joint 
scale contemporaneously in effect from Southern Railway points to 
Kingsport, plus factors beyond Lynchburg based on the scale con- 
temporaneously maintained by the Chesapeake & Ohio on intra- 
state shipments of pine pulp wood. 


Rate 


Rate 

Cents Cents 

40 miles and under......... 6 280 and over 260 miles....... 11.5 
60 and over 40 miles....... 6.5 300 and over 280 miles....... 12 

80 and over 60 miles....... 320 and over 300 miles....... 12.5 
100 and over 80 miles....... 7.5 340 and over 320 miles....... 13 

120 and over 100 miles....... 360 and over 340 miles....... 13.5 
150 and over 120 miles....... 8.5 390 and over 360 miles....... 14 

170 and over 150 miles....... 9 420 and over 390 miles....... 14.5 
200 and over 170 miles....... 9.5 450 and over 420 miles....... 15 

220 and over 200 miles....... 10 480 and over 450 miles....... 15.5 
240 and over 220 miles....... 10.5 510 and over 480 miles....:.. 16 

260 and over 240 miles....... 11 550 and over 510 miles....... 16.5 


For hauls from points on the Carolina & North Western or the 
Blue Ridge and from points on the Carolina, Clinchfield & Ohio when 
the traffic moves over three lines, an arbitrary of 1 cent per 100 
pounds may be added to the rates under the above scale 

Defendants will be expected to establish rates in conformity with 
our findings herein within 90 days’ from the service of this report. 
It is anticipated that these rates will also be established to Buena Vista. 
That point was not named in the complaint, but was represented at 
the hearing and the parties are agreed that it should take the same 
basis of rates as Covington. Our findings herein requiring the estab- 
lishment of joint distance scales are made with respect to the partic- 
ular traffic under consideration and are not to be taken as a pre- 
cedent for class rates or other traffic not here before us. 





AUTOMATIC CONTROL TEST 


The Commission, by division No. 1, has made a report on 
No. 13413, in the matter of automatic train-control devices, sub- 
No. 2 pertaining to the installation on the Chicago & Eastern 
Illinois, opinion No. 10236, 96 I. C. C., 345-50. The installation 
was inspected and tested by the Commission. The report is a 
recital of. what was done and suggestions as to what the rail- 
road should do to bring the installation to the specifications 
and requirements prescribed by the Commission. 

The device is an automatic train stop of the intermittent 
electrical-contact type with forestalling feature. Installation 
was completed, for 24 miles in October, 1913. Additions have 
been made since then. The installation now covers 106 miles 
of double track, with 176 ramps. The Commission said that 
while the recommendations did not reflect upon the train-control 
device itself, it felt that, as a matter of precaution the carrier’s 
attention should be called to them and that it should comply 
with them in order that the greatest degree of safety might 
be assured. 


COMMISSION ORDERS 


The Evansville Union Stock Yards Company has been per: 
mitted to intervene in No. 16726, the Chicago Live Stock Ex- 
change et al. vs. A. B. & A. Ry. et al. 

The Illinois Coal Traffic Bureau has been permitted to in- 
tervene in No. 16738, Old Ben Coal Corporation vs. A. & V. 
Ry. et al. 

The Indiana Portland Cement Company has been permitted 
to intervene in No. 16741, Kosmos Portland Cement Company 
vs. Illinois Central R. R. et al. 

The Commission’s order of February 20 in No. 14717, Mis- 
tletoe Creameries et al. vs. Santa Fe et al., by its terms made 
effective on May 19, has been modified so as to become effective 
on July 9. 

The Commission has modified its order of March 9 in No. 
13418, Houston Cotton Exchange and Board of Trade et al. vs. 
Areade & Attica R. R. et al., by eliminating from the fourth, 
fifth, sixth and seventh paragraphs thereof, the following: “in 
carloads, minimum 20,000 pounds;” and by extending the effec- 
tive date thereof from April 25 to May 15. 

The Commission’s order of February 12 in No. 14096, Car- 
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nation Milk Products Company vs. A. & W. Ry. et al., has 
been modified so that it will become effective on June 30 in- 
stead of on April 30. 

The National Zinc Company, Inc., has been permitted to 
intervene in No. 16719, Southern Agricultural Chemical Cor- 
poration vs. A. & V. Ry. et al. 

The West Virginia Pulp & Paper Company has been au- 
thorized to intervene in No. 16757, the Jessup & Moore Paper 
Company vs. Boston & Albany R. R. et al. 

The Red Wing Company, Inc. has been permitted to inter- 
vene in No. 16256, the Welch Grape Juice Company et al. vs. 
Abilene & Southern Ry. et al. 

The Commission has denied the petition and motion of the 
Delaware & Hudson Company for further investigation in No. 
11756, New England divisions case. 

The Amalgamated Roofing Company, Barrett Company, 
Bird & Sons, Inc., the Lehon Company, B. F. Nelson Manufac- 
turing Company, the Ruberoid Company, American Tar Prod- 
ucts Company, St. Louis Cooperage Manufacturers’ Traffic Asso- 
ciation, the Chamber of Commerce of Coffeyville, the Chamber 
of Commerce of Independence, the Chamber of Commerce of 
Cherryvale, the Chamber of Commerce of Chanute, the Cham- 
ber of Commerce of Iola, the Chamber of Commerce of Ottawa, 
the Chamber of Commerce of Fort Scott, the Chamber of Com- 
erce of Pittsburg, the Prairie Pipe Line Company, the Chamber 
of Commerce of Lawrence, Kan., the Kansas Egg Shippers’ 
Association and the Prairie Oil and Gas Company have each 
been authorized by the Commission to intervene in the pro- 
ceedings in No. 13535 (and consolidated cases), Consolidated 
Southwestern Cases. 

The Colonial Salt Company, Diamond Crystal Salt Company, 
Mulkey Salt Company, the Union Salt Company, Inland-Delray 
Salt Company and Michigan Salt Association have each been 
authorized by the Commission to intervene in No. 16695, In- 
ternational Salt Company, Inc., et al. vs. Adirondack & St. 
Lawrence R. R. et al. 

The Mackay Companies have been permitted to intervene 
in the Commission’s proceedings in Valuation Docket Nos. 349, 
in re Yazoo & Mississippi Valley R. R. Co. et al., and 387, in 
re Illinois Central Railroad Company et al. 

The Commission has modified its report and certificate in 
Finance No. 2556, in re construction and operation of line by 
Jefferson Southwestern, so that the time prescribed in said 
certificate within which the Jefferson Southwestern Railroad 
Company may complete the construction of its line of railroad 
has been extended to July 1, 1926. 

The Commission has modified its order in No. 14592, Dallas 
Chamber of Commerce vs. Abilene & Southern Ry. et al., so 
that it will become effective on July 9 instead of on May 9. 

The Boston Chamber of Commerce and New England Traffic 
League have been permitted to intervene in No. 16226, Omaha 


Chamber of Commerce, Traffic Bureau, vs. Aberdeen & Rock- 
fish R. R. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2376, the Commission has suspended from 
April 1 until July 30, schedules published in supplement No. 4 to 
Boyd’s I. C. C. No. A-1489. The suspended schedules propose to 
increase the rates on lumber and other forest products between 
points in Iowa when used on interstate shipments. The follow- 
ing, applicable on walnut lumber, carloads, is illustrative: 


From Des Moines, Ia., to Baltimore, Md., present, 48144, pro- 
posed 52%; to Boston, Mass., present 5344, proposed 57%. 


In I. and S. No. 2377, the Commission has suspended from 
April 1 and May 1 until July 30, schedules as published in sup- 
plements Nos. 18 and 19 to Boyd’s I. C. C. No. A-1468. The sus- 
pended schedules propose to revise the rates on canned goods, 
carloads, including catsup, fruit jams or fruit jelly, from Ogden 
and Salt Lake City, Utah, and group points to points in Okla- 
homa when shipped in glass, earthenware or metal cans and 
would result in substantial increases in most instances. The 


following statement of rates from Ogden, Utah, to Oklahoma 
City, Okla., is illustrative: 


CANNED GOODS, C. L. 


Proposed Proposed 
Present Eff. Apr. 1, 1925 Eff. May 1, 1925 
Rate Min. Wt. Rate Min. Wt. Rate Min. Wt. 
i): Sn 40,000 Ibs. i ee 36,000 Ibs. 6. See 36,000 Ibs, 
7) ae 40,000 lbs. Cn: 40,000 lbs. ¢ | oe 40,000 Ibs. 
CEOS. 650% 40,000 lbs. 2 ae 60,000 Ibs. 2 ee 60,000 Ibs. 





(1) When shipped in all containers. 
(2) When shipped in tin cans, jugs, or wood. 
(3) When shipped in glass, earthenware or metal cans. 


In I. and S. No. 2378, the Commission has suspended from 
April 1 until July 30, schedules published in the following tariffs 
issued by Boyd: Supplements Nos. 70 and 71 to I. C. GC. No. 
A-797, Supplement No. 4 to I. C. C. No. 1489 and Supplements 
Nos. 12 and 14 to I. C. C. No. A-1493. The suspended schedules 
propose to increase the mileage commodity rates on brick and 
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other clay products, carloads, between Carbon Cliff, Ill., and 
points in Iowa. The following is illustrative: 
BRICK, CARLOADS 


From Carbon Cliff, Ill., to Wilton, Ia., present 51%, proposed 8; 
to lowa City, la., present 7, proposed 10; to Ottumwa, Ia., present 10, 


proposed 10%. 

In I. and S. No. 2374, the Commission has suspended from 
March 30 until July 28 schedules published in Henry’s I. C. ¢. 
No. 152. The suspended schedules propose to establish a rate 
of five cents per 100 pounds on wrapping paper, from Van- 
couver, Wash., to Portland, Ore., and a rate of five cents per 
100 pounds on paper bags, from Portland, Ore., to Vancouver, 
Wash. The rate proposed from Vancouver applies only on 
shipments of wrapping paper which are to be consolidated with 
paper bags at Portland and forwarded in carloads to specified 
destinations, while the rate proposed from Portland applies 
only on shipments of paper bags which are to be consolidated 
with wrapping paper at Vancouver and forwarded in carloads 
to the same specified destinations. 

In I. and S. No. 2375, the Commission has suspended from 
April 1 and later dates until July 30 schedules in various tariffs 
published by the Chicago & Northwestern Railway, the Chicago, 
Milwaukee & St. Paul; Minneapolis, St. Paul & Sault Ste. Marie, 
and Boyd and Jones, agents. The suspended schedules propose 
to increase rates on canned fruits and vegetables, condensed 
and evaporated milk, carloads, from points in Minnesota, Michi- 
gan, Illinois and Wisconsin to eastern New England and Cana- 
dian points. The following, applicable on canned vegetables, is 
illustrative: 

To New York City, N. Y., from Beloit, Wis., present 63, pro- 
posed 64%; from Fond du Lac, Wis., present 60, proposed 67%; from 

Crosse, Wis., present 66, proposed 73%. 

In I. and S. No. 2373, the Commission has suspended from 
March 27 until July 25, schedules published in supplement No. 
112 to joint tariff Leland’s I. C. C. No. 1562 and Jenes’ I. C. C. 
No. 1354. The suspended schedules propose to increase from 
8914 cents to 145% cents per 100 pounds the proportional rates 
(applicable only on shipments from Trenton, N. J.) on china or 
earthenware plumber’s goods from upper Mississippi river 
crossings to Oklahoma City, Okla. The following is illustrative: 
From 
on, 


Present Proposed 
Trent 


To— 
N. J., Oklahoma City, Okla..........cecceee 166% 222% 


PETITIONS FOR REHEARING, ETC. 


The defendant in No. 15552, J. K. Dering Coal Company vs. 
Cc. Cc. Cc. & St. L. Ry. Co., has asked the Commission to grant 
a reargument. 

The Coal River & Eastern Railway Company has petitioned 
the Commission to reopen its proceeding in Finance No. 3472, 
in re operation of lines by Coal River & Eastern Ry., and con- 
solidate the same for further hearing with Finance No. 3471, 
in re application of the petitioner for authority to issue se- 
curities. 

The complainants in No. 14096, Carnation Milk Products 
Company et al. vs. Ahnapee & Western Ry. et al., have asked 
the Commission to grant further hearing therein. 

The complainants in No. 13954, Alton Mercantile Company 
et al. vs. Alexandria & Western Ry. et al., have asked for re- 
argument on the question of reparation. 

The Atchison, Topeka & Santa Fe Railway Company and 
various other lines have filed a joint petition with the Com- 
mission asking for a rehearing and modification of the report 
(78 I. C. C. 475) entered in No. 4181, in the matter of allow- 
ances to short lines of railroad serving industries. 

The complainant in No. 15848, Sub-No. 2, Northeast Missis- 
sippi Traffic Bureau, for J. J. Rogers & Sons et al. vs. N. O. T. 
& M. Ry. et al., has asked the Commission to grant a rehearing 
therein. 

The Virginian Railway Company, defendant in No. 14454, 
Wyoming Coal Company et al. vs. Virginian Ry. et al., and No. 
13832, Gulf Coal Company vs. Virginian Ry. et al., has peti- 
tioned the Commission for reopening, argument before the full 
Commission, and postponement of the effective date of the order 
entered therein. 

The complainants in No. 14072, Western Newspaper Union 
et al. vs. Santa Fe et al.. have asked the Commission for re- 
opening and reconsideration of that portion of the complaint re- 
lating to the reasonableness of the rates to Omaha, Kansas 
City and certain other Western Trunk Line destinations and the 
denial of reparation in connection therewith. 


MODIFIED PROCEDURE DOCKET 


A suggestion that it be placed upon the modified procedure 
docket has been made in respect of No. 16793, Roanoke Guano 
Company vs. Atlanta, Birmingham & Atlantic et al. 


OPERATION OF NEW LINE 


The Santa Fe Northwestern Railway Company has applied 
for authority to operate a line of railroad constructed from Ber- 
nalillo, New Mexico, in a northwesterly direction, a distance of 
42 miles. The line was built to haul timber and lumber. 


Ap! 


v 
1 
I 
t 
é 
é 
1 
{ 
( 
| 





oa 
</feanee 


cy 


Se 





April 4, 1925 





RATES ON STEEL TANK MATERIAL, ETC. 


With no appearance having been entered by defendants, 
Examiner FE. L. Gaddess, in a proposed report in No. 15974, 
Parkersburg Rig & Reel Company vs. Gulf, Colorado & Santa 
Fe et al., has recommended that rates on fabricated steel tank 
material, k. d., and steel pipe, from Houston, Orange, Iowa Park 
and Kosse, Tex., to El Dorado and Smackover, Ark., be found 
unreasonable, that reparation be awarded and that reasonable 
rates be prescribed for the future. 

The examiner said that, following Texas-Pacific Coal & Oil 
Co. vs. Texas & Pacific et al., 95 I. C. C. 625, and Humble Oil 
& Refining Co. vs. M. P., 95 I. C. C. 709, the Commission should 
find that the rates charged on shipments of fabricated steel 
tank material from Kosse, Orange and Iowa Park, Tex., to 
Smackover and El Dorado, Ark., and on a mixed carload of 
fabricated steel tank material and steel pipe from Houston to 
Smackover, were unreasonable to the extent that they exceeded 
51 cents. He said that subsequent to the filing of the com- 
plaint, rates apparently satisfactory to complainant had been 
established on fabricated steel tank material from Houston and 
Orange, Tex., to Smackover and El Dorado, Ark., and that as 
to those points no order for the future was necessary. He 
said from Kosse and Iowa Park, Tex., to Smackover and El Do- 
rado, the Commission should find that the rate on fabricated 
steel tank material for the future would be unreasonable to the 
extent that it exceeds or might exceed the applicable rate on 


wrought iron or steel pipe of 51 cents, subject to a minimum of 
46,000 pounds. 


RATES ON CANNED GOODS 


In a proposed report in No. 15287, Traffic Bureau of Nash- 
ville vs. Louisville & Nashville et al., Examiner R. N. Trezise 
has recommended a finding that a rate of 55 cents on canned 
goods, in carloads, from Mobile, Ala., and New Orleans, La., to 
Nashville, Tenn., is not unreasonable and that the complaint 
should be dismissed without prejudice to conclusions that may 
be reached in No. 13494, Southern Class Rate Investigation, or 
the adjustment to be made in consequence of the findings therein. 

The rate in issue was increased from 41.5 cents to 55 cents, 
July 1, 1923, the examiner said. Prior to July 1, 1922, the rate 
was 46 cents, the report disclosed, that rate having been estab- 
lished, April 1, 1922. On June 25, 1918, the rate was 34 cents 
and on August 26, 1920, it became 42.5 cents. 

The examiner said the increase in the rate on July 1, 1923, 
was a part of a general revision of rates on canned goods estab- 
lished in consequence of the Commission’s fourth section order 
No. 7836, requiring that the rate adjustments from and through 
the Ohio river crossings be purged of departures from the long- 
and-short-haul requirements of the fourth section. The complain- 
ant said that the increase to Nashville was substantially greater 
than to other points. The examiner said that, upon the filing of 
the schedules and others constituting the general readjustment 
of the rates on canned goods in southeastern territory, protests 
were received from Mobile and other interests, but the Commis- 
sion declined to suspend. He said the present complaint was the 
direct result of the Commission’s declining to suspend the rates 
herein assailed. The Commission had said that the failure to 
suspend did not carry with it any indication of approval of the 
—— of the rates that took effect July 1, 1923, the examiner 
said. 

The defendants, he continued, showed that the rates assailed 
were in fact lower than those generally in effect in the southeast. 

“The issue as to the reasonableness of the rate on canned 
goods from Mobile to Nashville is also presented in Docket No. 
15515, Mobile Chamber of Commerce and Business League vs. 
Alabama & Vicksburg Railway Company et al., which is now 
pending,” the examiner said. “The examiner in that case rec- 
ommended that the Commission find the rate of 55 cents from 
Mobile to Nashville unreasonable to the extent that it exceeded 
the rate that would be applicable under the Memphis South- 
western scale, or 52 cents. This record does not justify the con- 


demnation of the rate either from Mobile or New Orleans to 
Nashville.” 


PREJUDICIAL RATES ON SUGAR 


A recommendation that rates on sugar, in carloads, from 
New Orleans, and other points in Louisiana, to Texarkana, 
Ark.-Tex., Hope, Ashdown and Nashville, Ark., be found not 
unreasonable, but unduly prejudicial, has been made by Ex- 
aminer Morris H. Konigsberg in a proposed report in No. 15776, 
4 States Grocery Company vs. Kansas City Southern et al. He 
said reparation should be denied because no damage was shown 
to have resulted from the undue prejudice. The report also in- 
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cludes No. 15776, Sub. No. 1, Plunkett-Jarrell-Dildy Co. et al vs. 
New Orleans, Texas & Mexico et al. 

Complainants, engaged in the wholesale grocery business 
at the destinations set forth, alleged that the rates assailed 
were unreasonable, unjustly discriminatory and unduly pre- 
judicial as compared with the rates to Shreveport, La. Pres- 
ent rates from New Orleans were set forth in the report as 
follows: To Shreveport, 323 miles, 26 cents; to Texarkana, 395 
miles, 48 cents; to Hope, 394 miles, 48 cents; to Ashdown, 415 
miles, 50 cents, and to Nashville, 420 miles, 50 cents. In con- 
nection with the rate to Shreveport the applicable minimum 
is 24,000 pounds by some of the routes, the examiner said, 
while in connection with the rates to the other points the 
minimum is 36,000 pounds. 

Complainants contended that either the rates to Shreveport 
should be increased or that the rates to the Arkansas points 
should be reduced by the establishment of specific differentials 
over the existing Shreveport rate. 

The examiner said the Commission should find that the 
rates assailed were not unreasonable, but that they were, and 
for the future would be, unduly prejudicial to Texarkana, Hope, 
Ashdown and -Nashville, and unduly preferential of Shreve- 
port to the extent that the rates to Texarkana, Hope, Ashdown 
and Nashville, exceed or may exceed the rates to Shreveport 
by more than 5 cents per 100 pounds to Texarkana and Hope, 
and 7 cents per 100 pounds to Ashdown and Nashville. 


RATE DATA ONLY NOT ENOUGH 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
15810, Canfield Oil Company vs. Alabama & Vicksburg et al., 
has recommended dismissal on a finding that a mere showing 
that rates were higher to certain points than to points beyond, 
to which they were directly intermediate over certain routes, 
accompanied by no data, not even a statement of distances 
and ton and car mile earnings, concerning the reasonableness 
of the rates charged, afforded insufficient basis, even when 
supported by an admission of unreasonableness by the defend- 
ants, for an award of reparation. 


Mackley said the complaint alleged that the rates charged 
on 76 tank carloads of gasoline, shipped, between April 18, 1921, 
and August 25, 1922, from refineries in Texas and Louisiana 
to destinations in Ohio were unreasonable and unduly preju- 
dicial because they exceeded the contemporaneous rates from 
the same points of origin, to Cleveland, Pittsburgh or Buffalo. 
The complaint was filed informally in time to prevent the run- 
ning of the statute of limitations. In summing up the facts 
and the conclusions thereon Mackley said: 


The origin points were Burkburnett, Wichita Falls, Iowa Park, 
Henrietta, Fort Worth and Electra, Tex., and Good Hope, La., all 
of which except Good Hope, were grouped at one rate. The destina- 
tion points were Elyria, Canton, Chagrin Falls, Mansfield, Paines- 
ville, Alliance and Dover, all of which, except Chagrin Falls, are di- 
rectly intermediate to Cleveland, Pittsburgh, or Buffalo over some 
routes. Chagrin Falls is on a branch a few miles from a point which 
is directly intermediate to Cleveland. Since these shipments. moved 
the rates to the directly intermediate points have been reducd to 
the basis of the rates to Cleveland, Pittsburgh or Buffalo, and the 
rate to Chagrin Falls has been reduced to 2 cents higher than the 
rate to Cleveland. The defendants concedes, without prejudice to 
their rights in any future proceeding in which the rates to any of 
the points named may be in issue, that the rates charged on these 
shipments were unreasonable to the extent that they exceeded the 
contemporaneous rates to Cleveland, Pittsburgh, or Buffalo, to all 
destinations except Chagrin Falls, and to the extent that they ex- 
ceeded the rates to Cleveland by more than 2 cents to Chagrin Falls. 

The complainant’s entire showing consists of a comparison of the 
rates charged and prayed with the rates contemporaneously appli- 
cable to Cleveland, Pittsburgh or Buffalo, together with testimony 
relating to the payment and bearing of the freight charges. The 
complainant submits no data concerning the reasonableness of the 
rates charged, in the form of comparisons of those rates with rates 
to other points similarly situated, or otherwise. In fact, not even 
a statement of distances and ton and car mile earnings in connection 
with the rates charged is submitted. The complainant’s entire show- 
ing, in other words, is that that fourth section of the statute was 
departed from. This, in connection with an admission of unrea- 


sonableness on the part of the defendants, is not a sufficient basis 
for an award of reparation. 


SOUTHWESTERN BRICK RATES 


Adjustment of rates on brick, state and interstate, in ac- 
cordance with a mileage scale proposed by him has been recom- 
mended by Examiner C. M. Bardwell, in a report (see Traffic 
World, March 28) on No. 14617, Acme Brick Co. et al. vs. 
Alabama & Mississippi et al., and complaints bracketed with 
it. The latter are No. 15467, Acme Brick Co. et al. vs. Abilene 
& Southern et al.; No. 15628, Kansas Gas Belt Manufacturers’ 
Association vs. Abilene & Southern et al.; Oklahoma Brick 
Manufacturers’ Association vs. Abilene & Southern et al.; 
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No. 15738, Acme Brick Co. et al. vs. Abilene & Southern and 
specified fourth section applications. 
In a special notice attached to the report the Commission said: 


In view of the large record in these proceedings the Commission 
has allowed additional time for the filing of exceptions. Parties may 
file and serve exceptions to the proposed report on or before May 15% 
1925. Replies to the exceptions may be filed and served on or before 
June 5, 1925. These proceedings are assigned for the hearing of oral 
argument before the Commission at its office in Washington, D. C., 
June 10-11, 1925, at 10 o’clock a. m. 

Bardwell said the Commission should find interstate rates 
on brick and other clay products, from points in Texas, Ar- 
kansas, Oklahoma and Kansas, to points in those states and 
in Louisiana and southern Missouri and to Memphis, unreason- 
able and unduly prejudicial but that reparation should be denied 
on the ground that this was a general revision case in which 
there would be both increases and reductions. 

Further, he said, the Commission should find state rates in 
Texas, Arkansas, Oklahoma, Kansas and southern Missouri 
unduly preferential and unjustly discriminatory against inter- 
state commerce. He also recommended fourth section relief 
under conditions and to the extent indicated in his report. 

The rate situation with which the cases dealt was produced, 
Bardwell said, largely, by the variations in the level of rates 
in the various states. Broadly speaking, he said, the complaints 
put in issue the level and relationship of the rates from pro- 
ducing points in the states mentioned and attacked the intra- 
state rates in Texas, Arkansas, Oklahoma, Kansas and Missouri 
as violative of the thfrd and thirteenth sections of the act. 
In addition the Texas complainants also alleged that the rates 
from Texas and Arkansas to Kansas City, St. Louis, Cairo and 
Thebes were unduly prejudicial and unduly preferential of 
competitors in Kansas, Missouri, Illinois, Indiana, Kentucky, 
Tennessee and Alabama. The hearings were held jointly with 
the commissions of Texas, Arkansas, Oklahoma, and Kansas, 
those commissions having before them proceedings involving 
related intrastate rates. A member of the Missouri commission, 
the report said, was present at one of the hearings. 


While the report, if adopted, would condemn state rates, 
Bardwell said the removal of the undue prejudice could be ac 
complished without the issuance of an order under section 13. 
He said the record, however, would support an order abolish- 
ing the state-made rates. The resulting rigidity in the rate 
structure, however, he said, should be avoided, if possible. He 
said the scale should be closely adhered to by the carriers in 
establishing rates within the states, adding that the full cooper- 
ation of the state commissions and of the railroads was essential 
if a reasonable and uniform rate level was to be established 
and maintained. His conclusions in regard to the whole subject 
are as follows: 


Whatever the general level of these brick rates should be it is 
unquestionable that the present varying levels of the interstate rates 
and the wide disparity existing between the interstate and intrastate 
rates result in undue prejudice and in unjust discrimination against 
interstate commerce. The record affords ample ground for concluding 
that such differences in transportation conditions as exist are not 
sufficient to justify different rate levels on the particular traffic here 
considered and that a uniform scale of rates throughout the territory 
covered by these complaints is desirable and proper. Up to that point 
there is little serious dissent among the parties. The divergent views 
as to the proper levels of a uniform scale have been discussed. It 
has not been shown that. considering the interstate and intrastate 
rates as a whole, they produce unreasonably high revenues. The scale 
recommended herein is designed to remove existing prejudice and 
discrimination, to avoid unduly sharp rate differences with adjacent 
territories, and to preserve defendants’ revenues. 

The Commission should find that the interstate carload rates on 
brick and related articles carried in the uniform brick list prescribed 
in the General Brick case from points in the States of Texas, Arkan- 
sas, Oklahoma, and Kansas to points in those states, in Louisiana 
west of the Mississippi River and in that pert of Missouri located on 
and_ south of the line of the Missouri Pacific Railway extending from 
St. Louis to Kansas City through Sedalia, Mo., and to Memphis, Tenn., 
are and for the future will be unreasonable and unduly prejudical to 
the extent that they exceed or may exceed the following maximum 
distance scale for single-line hauls, and the same scale plus 1 cent 
per 100 pounds for joint-line hauls of 500 miles and less when the lines, 
embraced in the route are not under a common ownership and control, 
the joint-line rates for 500 miles to be observed as a minimum for 
joint hauls ype than that distance; provided that for distances not 
exceeding 150 miles the carload rates on common brick as defined in 
the General Brick case shall not exceed 80 per cent of the contempor- 
aneous rates on articles included in the uniform brick list: 

5 miles and under 5 220 miles and over 210 12.5 
10 miles and over 5 230 miles and over 220 13 
15 miles and over 10 240 miles and over 230 13 
20 miles end over 15 250 miles and over 240 13. 
25 miles and over 20 260 miles and over 250 13. 
30 miles and over 25 280 miles and over 260 14 
35 miles and over 30 300 miles and over 280 14. 
40 miles and over 35 320 miles and over 300 15 
45 miles and over 40 340 miles and over 320 15. 
50 miles and over 45 360 miles and over 340 16 
55 miles and over 50 380 miles and over 360 16. 
60 miles and over 55 400 miles and over 380 17 
65 miles and over 60 425 miles and over 400 17. 
70 miles and over 65 450 miles and over 425 18 
75 miles and over 70 475 miles and over 450 18. 
80 miles and over 75 500 miles and over 475 19 
85 miles and over 80 525 miles and over 500 20 
90 miles and over 85 550 miles and over 525 20.5 
95 miles and over 90 575 miles and over 550 21 
100 miles and over 95 600 miles and over 575 21.5 
105 miles and over 100 625 miles and over 600 22 
110 miles and over 105 650 miles and over 625 22.5 
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675 miles and over 650 23 


115 miles and over 110 9.5 
10 700 miles and over 675 23.5 


120 miles and over 115 


125 miles and over 120 10 725 miles and over 700 24 
130 miles and over 125 10 750 miles and over 725 24.5 
135 miles and over 130 10 775 miles and over 750 25 
140 miles and over 135 10 800 miles and over 775 25 
145 miles and over 140 10.5 825 miles and over 800 25.5 
150 miles and over 145 10.5 850 miles and over 825 26 
160 miles and over 150 11 875 miles and over 850 26.5 
170 miles and over 160 11 900 miles and over 875 27 
180 miles and over 170 11 925 miles and over 900 27.5 


190 miles and over 180 11.5 
200 miles and over 190 12 975 miles and over 950 28.5 
210 miles and over 200 12 1000 miles and over 975 29 


The undue prejudice and unjust discrimination against interstate 
commerce found to exist should be removed by the establishment of 
rates on the above scale throughout the territory here in issue, both 
interstate and intrastate. The level of the scale has been fixed with 
that in mind. This end could be accomplished by the entry of an 
order under section 13 of the interstate commerce act. The record 
would support this action. But such an order should be entered 
only as a last resort. The resulting regidity in the rate structure 
should, if possible, be avoided. Nevertheless, the scale should be 
closely adhered to and departures therefrom should be made only after 
eareful consideration and for good cause. The evidence strongly in- 
dicates that much of the dissatisfaction with the brick rates has been 
caused by the granting of special rates lower than the prevailing 
scale. The full cooperation of the state commissions and of defendants 
is essential if a reasonable and uniform rate level is to be established 
and maintained. 


950 miles and over 925 28 


REPARATION 


The Kansas complainants in No. 15628 ask for an award of repara- 
tion on past shipments from Kansas to Oklahoma and Texas. The 
evidence on this point is vague and inconclusive. Exhibits showing 
certain specific shipments were introduced but counsel stated that 
they were offered merely for the purpose of showing the chaotic con- 
dition ef the rates. The particular shipments upon which reparation 
is asked are not indicated. The establishment of a uniform scale 
throughout this territory as here recommended would result in a 
comprehensive readjustment of rates, including both increases and 
reductions. Following the Commission’s action in many similar cases, 
reparation should be denied. 


COMPUTING DISTANCES 


Defendants state that their proposal contemplates the computa- 
tion of short-line mileage by the use of the formula prescribed by the 
Commission in a supplemenetai order amending the original order in 
the Memphis-Southwestern case, reading as follows: 

““* * * In determining the rates prescribed herein the dis- 
tances to be used shall be the distances over direct routes, 
embracing as a maximum the lines or parts of lines of no 
more than three carriers not under common ownership and 
pong via existing connections for the interchange of 
traffic.”’ 

Cemplainants generally oppose this formula. They contend that 
its use would in many cases result in rates from 1 to 3 cents higher 
than would result if the short-line distance were computed over four 
or more lines. They cite a number of such instances. For example, 
the short-line distance from Boynton, Okla., to Redwater, Tex., is 
343.5 miles over three lines and 277.4 miles over four lines. 

In Brick Between Oklahoma and Texas Points, 93 I. C. C. 210, 
the Commission suspended schedules proposing to restrict the basis 
for computing distance rates between points in Oklahoma and Texas 
and between points in Arkansas and Oklahoma to routes embracing 
as a maximum lines or parts of lines of not more than three carriers. 
It was there shown that the Memphis-Southwestern scale was already 
in effect between the states mentioned for distances not in excess of 
450 miles, but that the proposed restriction had not been established 
when the rates were established and would result in rate increases. 
The commission found that these increases had not been justified and 
pointed out that in prescribing the scale it did not condemn the use 
of routes embracing four lines if the carriers saw fit to extend the 
application of rates to include such routes. 

The Kansas complainants suggest that a formula be used similar 
to that prescribed in Iola Cement Mill Traffic Asso. v. A. W. Ry. Co., 
87 I. C. C. 451. This formula provides that distances shall be de- 
termined by using the shortest possible mileage via junctions at which 
track connections exist by the use of not to exceed three lines, with 
the following exception: ‘‘That where by the use of four lines the 
mileage via three lines is reduced not less than 30 miles, or where by 
the use of five lines the mileage via four lines is reduced by not less 
than 30 miles, under which conditions, as the case may be, the mile- 
age of the four or five lines will be used to determine the rate. 

Note—A mileage via five lines can only be used when 
there is a mileage via four lines at least 30 miles less than via 
three lines and then only where the mileage via five lines is at 
least 30 miles less than via four lines.” 

The desirability of a uniform method of computing distances is 
obvious. The method prescribed in the case last cited would remove 
complainants’ objections and would seem to be fair to all parties. Its 
adoption is recommended. 

All outstanding orders in other cases involving any of the rates 
here in issue should be vacated or should be modified to the extent 
necessary to bring them into harmony with the conclusions reached 


herein. 
FOURTH SECTION DEPARTURES 


No fourth section applications were assigned for hearing in con- 
nection with this proceeding. It appears, however, that some of the 
rates involved are in contravention of the long-and-short-haul pro- 
vision of the fourth section. The defendants’ applications for fourth 
section relief with respect to many of these rates have been heard in 
other proceedings now pending.* 

No decision has been rendered in these applications or the cases 
in connection with which they were heard. In order that proper 
readjustment may be made in the rates involved in this proceeding 
it is necessary that these applications be disposed of in so far as the 
rates on brick and other clay products are concerned. In Memphis- 
Southwestern Investigation, supra, in which mileage scales were pre- 
scribed similar to that prescribed herein, carriers were authorized to 
establish and maintain via all routes from any point of origin to any 
point of destination from and to which rates were prescribed in the 
report made a part thereof, the lowest rates prescribed in the said 
report as maximum rates via any route between said points and to 
maintain higher rates from, to, and between intermediate points pro- 
vided that the rates from, to, or between the said intermediate points 
should not exceed the rates prescribed in the said report as the 
maximum rates for application at such intermediate points and should 
in no case exceed the lowest combination. No reason appears why 
any greater measure of relief should be granted in this case. A simi- 
lar order of relief, therefore, should be entered herein subject to the 
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provision that the relief granted shall not apply to lines of routes more 
than 70 per cent circuitous and all other and further relief prayed in 
the above mentioned applications as to rates on brick and other clay 
products included in the uniform brick list from and to the points 
hereinbefore described should be denied. 

The Memphis Southwestern Investigation has been reopened for 
further hearing upon the question of the fourth section relief granted 
in that case and the findings herein are without prejudice tao the find- 
ings in that case and are subject to such modification as may be 
deemed appropriate in the light of such findings. 


* Applications Nos. 634 and 701, class and commodity rates be- 
tween Houston, Texas, and points intermediate thereto on the oné 
hand and points in defined territories on the other, heard with dockets 
14416, Little Rock Board of Commerce v. Abilene & Southern Railway 
Company et al., and 14880, Dallas Chamber of Commerce et al. v. 
Aberdeen & Rockfish Railway Company et al. 

All applications for fourth section relief with respect to rates in- 
volved in docket 13535, Corporation Commission of Oklahoma v. 
Aberdeen & Rockfish Railway Company et al., heard with that case. 

Applications Nos. 462 and 700 for relief to continue rates on com- 
modities from St. Louis and Kansas City territories to points in Texas 
common point territory, without observine the provisions of the 
fourth section, heard with docket 15217, West Texas Chamber of 
Commerce v. Atchison, Topeka & Santa Fe Railway Company et al. 

Application No. 12543 filed by Agent F. A. Leland for fourth sec- 
tion relief required to maintain the adjustment of rates prescribed or 
approved in the Memphis Southwestern Investigation and to continue 
the existing rates from, to, and between points in other territories 
heard with dockets 13535 and 14880, supra, in so far as it covered 
rates on classes and commodities from and to Houston, Galveston, and 


other Texas ports, and in a separate proceeding, Fourth Sectio - 
plication No. 12543 as to other rates. . shes 


IRON AND STEEL RATES 


In a report on No. 14993, Wichita Board of Commerce et al. 
vs. Atchison, Topeka & Santa Fe et al., Examiner Harris Flem- 
ing said it should be held that the record in this case did not 
support a finding that the rates on iron and steel articles, from 
Chicago, St. Louis and Kansas City and related points, to 
Wichita, Kan., were unreasonable in the past, but that the rates 
for the future would be unreasonable to the extent they might 
exceed the basis indicated in the last paragraph. After dis- 
cussing a number of cases in which the like question was con- 
sidered, and particularly the pending case, No. 13535, Corpora- 


tion Commission of Oklahoma vs. Aberdeen & Rockfish et al., 
the examiner said: 


_From what has been stated above, it is evident that any re- 
adjustment resulting from the present proceeding is, in part, in 
the nature of a general readjustment, largely influenced by the 
need of greater uniformity in the rates in this general territory. No 
basis is afforded for a finding that the rates assailed were unrea- 
sonable in the past, but the commission should find that such rates 
on this traffic from St. Louis and Kansas City to Wichita as may 
be required to remove undue prejudice under the commission’s find- 
ings in No. 13535, should be prescribed for the future as reasonable 
maximum rates from and to these points; also that reasonable maxi- 
mum rates for the future from Chicago to Wichita would not ex- 
ceed the rates that may be herein prescribed from St. Louis to that 


—. plus the Chicago-St. Louis differential now observed on such 
ramc, 





TOURIST TRAVEL PREJUDICE 


A finding of undue prejudice and an order to remove it 
have been recommended by Examiner Myron Witters in No. 
16217, Chamber of Commerce of the City of Boulder, Colo., vs. 
Atchison, Topeka & Santa Fe et al., as to the summer excursion 
fares from eastern points to Boulder, Colo. He said the Com- 
mission should find the fares in existence unduly preferred 
Denver, Colorado Springs and Pueblo, Colo. The undue preju- 
dice, he found, arose from the fact that Boulder, like other 
points in Colorado, depended, for some of their prosperity, upon 
the tourist travel. The undue prejudice was to be found, said 
the examiner, in the fact that, to Boulder, from Chicago, Omaha 
and Kansas City, the fare to Boulder was $2.16 higher than to 
Denver, the $2.16 being the standard local fare from Denver 
to Boulder and return. 


RATES ON WHEAT 


Examiner Harris Fleming has recommended dismissal of the 
complaint in No. 15829, Moore-Lawless Grain Company, B. C. 
Moore, receiver, vs. Missouri Pacific, on a finding that charges 
on a carload of wheat from Kansas City, Mo., to Pine Bluff, Ark., 
with transit at Leavenworth, Kan., and Sweet Springs and 
Charleston, Mo., were not unreasonable or unduly prejudicial. 


RATE ON PEANUTS 


A finding that the applicable sixth-class rate of 77.5 cents 
charged on three carloads of peanuts from Suffolk, Va., and Ply- 
mouth, N. C., to Tupelo, Miss., between July 21, 1923, and June 
18, 1924, was not unreasonable but unduly prejudicial has been 
recommended by Examiner C. W. Griffin in a proposed report in 
No. 16152, Northeast Mississippi Traffic Bureau, Tupelo Chamber 
of Commerce vs. Mobile & Ohio et al. Complainant charged that 
the rate applied was unreasonable and unduly prejudicial to the 
extent that it exceeded a rate of 58 cents applicable on like traffic 
from the same points of origin to Memphis, Tenn. The examiner 
said the average short line distance from Suffolk and Plymouth 
to Tupelo, 879 miles, was 75 miles less than the like distance to 
Memphis. The examiner said the Commission should find that 
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the rate assailed was, is and for the future will be unduly pre- 
judicial to the extent it exceeded, exceeds, or may exceed the 
rate contemporaneously applicable to Memphis. He said there 
was no proof of damage such as was required to support an 
award of reparation under a finding of undue prejudice and rep- 
aration should be denied. 


CHARGES ON SCRAP IRON 


Examiner J. O. Cassidy has recommended an award of rep- 
aration in No. 16205, Knight Iron & Metal Company vs. Gulf, 
Mobile & Northern et al., on a finding that charges assessed on 
three carloads of scrap iron from Mobile, Ala., to Birmingham, 
Ala., via an interstate route, in March, April and May, 1923, were 
unreasonable. On seven of ten cars shipped complainant was 
charged the scrap iron rate of $2.48 per net ton, while on the 
other three there was assessed the iron bar rate of 27 cents, the 
examiner said, adding that it was the latter rate that the com- 
plainant contended was unreasonable. The examiner found that 
the material shipped was entitled to the scrap iron rate and said 
the Commission should find that the rate assessed was unreason- 
able to the extent it exceeded the contemporaneous rate on scrap 
iron from Mobile to Birmingham. 


RATE ON SUGAR 

Dismissal of the complaint in No. 16514, J. D. and A. B. 
Spreckels Securities Company, doing business as Western Sugar 
Refinery, vs. Southern Pacific et al., has been recommended by 
Examiner R. N. Trezise on a finding that a combination rate of 
$1.615 charged on a carload of sugar from San Francisco, Calif., 
to Leadville, Colo., shipped in January, 1922, was not unreason- 
able, unduly prejudicial or otherwise unlawful. The shipment 
was routed by the complainant in the bill of lading “SP Co-Up- 
C&S,” and the rate charged was the applicable rate, the report 
showed. A rate of 96 cents was applicable over the Southern 
Pacific to Ogden and the Denver & Rio Grande Western beyond 
the examiner said. The examiner said that, had the shipment 
been tendered without routing instructions, the duty would have 
been imposed on defendants to have forwarded it via the route 
over which the lowest rate applied. He said the record indicated 
complainant admitted its own error but wished to charge the ini- 
tial carrier with negligence for failure to point out at the time 
of shipment that the higher rate was applicable over the route 
specified by the shipper. His conclusion was that such an obli- 
gation was not imposed on the carrier under the law. 


SWITCHING CHARGE APPLICABLE 


On a proposed finding that the switching charge collected on 
fresh meats and packing-house products from South Omaha, Neb., 
to Omaha, Neb., in the period of federal control, was legally 
applicable, Examiner R. N. Trezise has recommended dismissal 
of the complaint in No. 16319, Armour and Company vs. Director- 
General, as agent. Complainant contended that a $4 switching 
charge was applicable instead of a $5 charge collected. 


RATE ON SAND AND GRAVEL 


Examiner R. N. Trezise has recommended dismissal of the 
complaint in No. 16246, Eastman Kodak Company vs. Director- 
General, as agent, on a finding that the rate charged on numerous 
carloads of sand and gravel from Scottsville, N. Y., to Kodak 
Park Siding (Rochester, N. Y.), in November and December, 
1919, was applicable. Complainant alleged that the rate of 80 
cents per net ton charged on the shipments was unjust, unrea- 
sonable, unjustly discriminatory and in excess of the tariff rate. 
The examiner said the claim was barred except as to the issue 
with respect to the legal tariff rate. Complainant contended a 
rate of 70 cents was applicable. The examiner said that rate 
was not applicable under the tariffs. 


REPARATION ON CEREAL BEVERAGES 


An award of reparation has been recommended by Examiner 
R. L. Shanafelt in a proposed report in No. 16359, The Fitger 
Company vs. Copper Range et al., on a finding that a rate of 56 
cents charged on a carload of cereal beverages shipped March 
25, 1922, from Duluth, Minn., to Greenland, Mich., was unreason- 
able to the extent that it exceeded 42.5 cents. The examiner 


said defendants did not oppose an award of reparation to that 
basis. 


RATES ON CORK SHEETS, ETC. 


Dismissal of the complaint in No. 16450, Armstrong Cork and 
Insulation Company vs. Reading Company et al., has been recom- 
mended by Examiner Myron Witters on a finding that rates on 
cork sheets or slabs without binder, between October 17 and 
October 21, 1922, from Camden, N. J., to El Centro and Brawley, 
Calif., were applicable and not unjust or unreasonable. 

The examiner said the routing designated by the shipper in 
the bills of lading covering each shipment was “Baltimore & 
Ohio, Louisville & Nashville and Southern Pacific at New Or- 
leans.” The shipments were delivered by the B. & O. to the 
L. & N., at Louisville, Ky., and moved thence to New Orleans 
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where they were delivered to the Southern Pacific. Complainant 
contended that delivery should have been made to the L. & N., 
at Cincinnati, and that the shipments were misrouted. Charges 
were collected on the basis of the fourth-class rate of 64 cents 
to Louisville and a commodity rate of $1.80 beyond. 
Complainant contended that a joint commodity rate of $1.88 
applied to the shipments but the examiner found that that rate 
was restricted by an exception and that it was not applicable. 
He said the record contained no evidence of unreasonableness 
other than the subsequent application of the commodity rate 
over the route of movement and its subsequent reduction to $1.70. 


TENTATIVE VALUATION REPORT 


In a tentative valuation report on the property of the 
Brownwood North and South Railway Company as of June 30, 
1918, the Commission has found the final value of total owned 
property to be $211,410, and of the total used property, $215,110. 
The road embraces approximately 18 miles of all tracks owned, 
the main line extending from Brownwood to May, Tex. 


OREGON CONSTRUCTION CASE 


The Trafic World Washington Bureau 


Seven hours for argument were set aside by the Commis- 
sion on March 27 and the following day, on the report of Exam- 
iner C. I. Kephart on No. 14932, Public Service Commission of 
Oregon vs. Central Pacific et al., requiring the construction of 
332 miles -of railroad lines in Oregon so as to give that state 
railroad service between the eastern and western parts of it by 
a line across the mountains, the main part of the east and west 
construction being from Harriman to Odell, the divorce of the 
Southern Pacific’s lines in western Oregon from that system 
and their transfer to the Union Pacific. Officially the railroads 
concerned appeared in opposition but the Oregon people, through- 
out the argument, seemed to be trying to create the impression 
that the Union Pacific really favored the plan for that method 
of opening up to settlement and development about 33,000 square 
miles of territory. 

Time was assigned as follows: W. P. Ellis, assistant attorney 
general and counsel for the Oregon commission, the complain- 
ant; J. M. Devers, J. T. Brand, J. W. McCulloch and J. M. Lam- 
pert for the complainant and the interveners favoring the Kep- 
hart plan; Charles Moran for the Nevada-California-Oregon rail- 
road; Representative John E. Raker, for northern California 
interests; A. C. Spencer for the Union Pacific; B. C. Dey for 
the Southern Pacific, and C. A. Hart for the Spokane, Portland 
& Seattle. 

Much time was devoted to a description of the possibilities 
of the territory to be developed, especially the magnificence of 
the timber land. Mr. Brand made a point that the soil and the 
moisture of the three western counties of which he was speak- 
ing, were of such quality that, in a man’s lifetime, a forest would 
reproduce itself to such an extent that the new timber would 
be merchantable in every respect. He told about a farmer show- 
ing him a tract of timber which, as a boy he had helped to clear 
so that the land was used for pasture, but which, at the time 


Mr. Brand was doing the looking, had grown up again to full 
maturity. 


“We measure our rainfall in that country in feet, not inches,” 
declared the speaker. Chairman Aitchison, an Oregonian, cor- 
roborated that statement from experience he said, having gone 
out there on one occasion, in an open top conveyance. 

The Oregon argument in favor of the amputation of the 
Southern Pacific’s Oregon lines from that system and their addi- 
tion to the mileage of the Union Pacific was that their products, 
intended for the east should move eastward over the Harriman 
line instead of moving a thousand miles to the south, over the 
Southern Pacific, before beginning their swing to the east. 

The opposition of the railroads to the proposals contained in 
the Kephart report was in the form of failure to approve and a 
pointing out of obstacles, which, in their view, would make the 
construction of the proposed lines undesirable from their pocket 
points of view. Mr. Spencer, for the Union Pacific and other so- 
called Harriman lines, said the takings of the canal, since 1921, 
had been so great as to make the project of the cross-state line 
asked for by Oregon and recommended by the Kephart report, 
much less attractive than when E. H. Harriman proposed it 
about twenty years ago. Coos bay lumber, he said, used to move 
by rail up to about 75 per cent of the total tonnage and 25 per 
cent by water. Last year he said the rail proportion had fallen 
to about 35 per cent, certainly not more than 40, the remainder 
going by water. In 1921, he said, the eastbound takings by the 
canal lines amounted to about 174,000 tons and in 1923 to about 
454,500; westbound about 141,000 in 1921, and 542,000 tons in 
1923, with larger totals in 1924. 

According to Mr. Spencer the earnings by the Oregon Short 
Line and the Oregon & Washington Railroad & Navigation lines, 
in the last few years were far from satisfactory. He contended 
that if the Union Pacific built the cross-state line it would have 
nothing for that line other than the local tonnage. 

“We would stand on the side of the mountain at the western 
tenminus and watch the tonnage go by over the Southern 
Pacific,” he declared. His thought was that even if the Com- 
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mission ordained joint rates the Southern Pacific would get the . 


traffic. His idea was that a railroad would have a poor founda- 
tion on which to base its financing of new construction if it de- 
pended upon joint rates to obtain the traffic. In one year, he 
said, of 168,000 cars of freight originating in western Oregon, 
only 2,100 cars were turned over to the Harriman lines, although 
there were joint rates under which the shippers could have de- 
manded the employment of the Harriman lines. The local agent, 
he said, who could not retain the business originating on the 
road employing him throughout the haul would not long have 
his job. The local agents on the Willamette valley lines on 
which the heavy tonnage mentioned originated, Mr. Spencer said, 
were Southern Pacific men and naturally they worked to retain 
the traffic to Southern Pacific routes. 

“Then the Union Pacific has no suggestion to make as to 
which of these companies should build this cross-state line, if 
public interest demands,” asked Chairman Aitchison. Mr. Spen- 
cer said that that was the fact. 

“Is there anything in the state constitution to prevent the 
state building these lines?” asked Mr. Hall. Mr. Spencer thought 
not but suggested that Oregon had a debt or was obligated in 
respect of about $60,000,000 and therefore not in position to un- 
dertake anything of that kind, even if it thought well of the fig- 
ures of tonnage compiled in behalf of the state, as complainant 
in this case. He said he could not see justification, in the figures, 
for the proposed extensions in central Oregon. 

In discussing the case for the Spokane, Portland & Seattle 
and the two northern transcontinental lines that own that com- 
pany, the Burlington and other railroads sufficient to make up a 
system of 27,000 miles, Mr. Hart said the northern transconti- 
nental lines were not opposing anything the state was proposing 
but desired to suggest that whatever was done, there should be 
reservations in behalf of arrangements that would permit the 
northern lines to get down into the Klamath Falls pine belt for 
its big tonnage. He said they had long had under consideration 
the question as to whether the tonnage would warrant them 
reaching for it, intending when that time came, to make some 
arrangement for getting to that tonnage area, either by construc- 
tion or joint-user of existing tracks. Answering questions by Mr. 
Hall, he said that joint-user arrangements were preferable to 
paralleling of one line by another; that that was the way the 
two northern lines had agreed to the disposition of the problem 
when it arose, along the line of the S. P. & S., the Union Pacific 
also being given right to use the tracks of that road. 

Commissioner Hall was much interested im the talk about 
joint use of tracks, the discussion at one time indicating that 
the northern lines thought that perhaps they should be given the 
right to use the Willamette valley tracks. Mr. Hall wanted to 
know if Mr. Hart’s view would be changed if the Southern Pa- 
cific wanted to use the tracks of the northern lines, as far east 
as, for instance, the Twin Cities. Mr. Hart said it would indeed 
be a poor rule that would not work both ways, but he suggested 
the extension of joint use of tracks would be suggested unless 
there were traffic enough to warrant. 

Mr. Dey for the Southern Pacific stood, on the disposition 
of the question of ownership of tracks in the Willamette valley, 
on the Commission’s decision in the S. P. C. P. lease case. In 
that case the Commission continued the control of the Central 
Pacific, by the Southern Pacific, on a finding that it would be 
in the public interest, notwithstanding that the courts had held 
the control was in violation of the anti-trust law. 

In closing the case for the complainant Mr. Devers suggested 
that there was an agreement between the Union Pacific and the 
Southern Pacific under which they agreed not to invade each 
other’s territory. That seemed to him to explain what they 
meant when they said “conditions” had so changed that they did 
not think it advisable to have the extensions built, although they 
would be in accordance with the plans of E. H. Harriman when 
he controlled both properties. Chairman Aitchison wanted to 
know if the record contained anything about an agreement to 
divide territory and Mr. Devers admitted that the state had not 
found anything of that kind in existence. 


ACQUISITION APPLICATION 


The Southern Pacific Company has applied for authority to 
acquire and operate that portion of the “California Railway” ly- 
ing south of East 14th St., in the City of Oakland, Alameda 
county, California, embracing 2.5 miles of track. The applicant 
said the present owners were engaged in the operation of a 
street railway system, whereas the system of traffic to be ac- 
quired was mainly industrial trackage requiring steam railroad 
service such as that rendered generally by the Southern Pacific. 


TELEPHONE PROPERTY EXCHANGE 


In a joint petition the Bell Telephone Company of Pennsyl- 
vania and the Enterprise Telephone & Telegraph Company have 
aplied to the Commission for a certificate that proposed ex- 
change of certain telephone properties in Berks, Lancaster and 
Chester counties, Pennsylvania, will be of advantage to the per- 
sons to whom service is to be rendered and in the public in- 
terest. The purpose of the proposed exchange of properties is 


to eliminate duplication of properties and service, the applicant 
said. 
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EASTERN CLASS RATE CASE 


The Traffic World Washington Bureau 


case, was begun March 30. The beginning of it was in the 
form of appendices to the exhibits submitted in the first hear- 
ing, the one begun February 4. Commissioner Eastman, at the 
first hearing, asked the railroads to submit additional informa- 
tion. C. E. Bell and Wilbur LaRoe, Jr., believing that the 
rates now in existence were based upon mileage scales which 
the carriers had never made public asked for exhibits showing 
rates between Cincinnati, on the west, and New York, on the 
east, with rates to and from intermediate points and the desig- 
nation of the rates that were or were not “on the scales.” 

R. N. Collyer, E. P. Bates and A. F. Koons put in supple- 
mental exhibits at the morning session of the resumption day, 


the former for carriers as a whole, Mr. Bates for the Pennsyl- 


vania and Mr. Coon for the New York Central. The exhibit 
of the last mentioned had to do with the difficulties of operation 
on the New York Central in northern New York. 

“What does this prove,” asked Mr. LaRoe, pointing at one 
of the exhibits. 

“Oh, this is not our exhibit,” exclaimed the witness. His 
disclaimer was emphasized by Mr. Barrett, the attorney for the 
railroads. “It was filed to show what is the fact respecting a 
situation to which Commissioner Eastman referred and about 
which he wanted information. The exhibit showed commodity 
rates published by the Delaware 3% Hudson and other railroads, 
for application over circuitous routes, to meet the class rates 
of the lines having the short routes, as for instance a com- 
modity rate by the Delaware & Hudson, of 22.5 cents on elec- 
trical machinery, appliances and supplies, from Schenectady to 
Brooklyn, N. Y., over a route 354 miles long, to meet a class 
rate in like amount applicable over the New York Central’s 
route of 171 miles. 

Mr. LaRoe pointed out that the exhibit also showed that 
on bananas, to carloads, from Baltimore, Md., to Princeton, 
W. Va., the Baltimore & Ohio published a commodity rate of 
95 cents, for a 401 mile haul, to meet a like rate of 95 cents, 
published by the Pennsylvania, between the same points, for a 
haul of 617 miles. He wanted to know if that was not a case 
of a short line meeting the competition of a long line. Mr. 
Collyer said it would seem so but that he did not know, having 
made the exhibit merely to show the fact without any idea as to 
what it would prove. 

Messrs. Collyer, Bell, LaRoe and G. P. Wilson had a rapid 
fire discussion Over the significance, if any, of the exhibit show- 
ing a comparison of actual trunk line inter-territorial class rates 
and the class rate figures shown in exhibit No. 160, readjusted 
to present conditions, that is, inflated and deflated in accord- 
ance with the changes made in general rate revisions, pre- 
pared in response to the request, to show, in typical situations, 
where the published class rates coincided with the mileage 
class rate figures in exhibit No. 160. Mr. Collyer said the prin- 
cipal roads in the eastern territory said they did not know of 
any class rate mileage scales and wanted to know where he 
had heard about such mileage scales. He said that the New 
York Central and the Delaware & Hudson had such scales and 
were able to use them for some of their rates because they 
had long stretches of line not bisected by the lines of other 
carriers, the latter carrying rates that would make it impossible 
for the close application of a scale, even if the carrier had one 
it desired to use. 


Messrs. Bell and LaRoe demanded to know. how it came, 
if there were no such scales, that hundreds of the rates shown 
were “on scale.” Mr. Barrett denied there were hundreds of 
such rates and pointed out that about eight per cent of rates 
on one line happened to be “on scale,” that is, to agree with 
the supposed scale rates. Mr. Collyer finally referred to the 
scales as the “alleged scales” and said that he knew of no 
language that could be employed that would show there were 
no such scales as the figures in exhibit No. 160 purported to 
show. He said the figures were those mentioned by Mr. Wil- 
son and that all he had done was to check and find rates that 
were such as would have resulted had such a scale been used. 
He said that when a road first went into business it necessarily 
had something akin to a scale on which it based its rates but 
that as new roads were built, the older road had to modify its 
rates, if they had been made to scale, so as to meet the compe- 
tition of the newcomer. All he had done, he said, was to assume 
that the figures put into the record represented the application 
of a scale and then find out how many, if any, of the rates now 
in existence might be said to have resulted from the use of the 
alleged scale, no tbecause the carriers expected to prove any- 
thing thereby, but because Mr. Wilson and Mr. Bell and others 
had asked for such compilations. 

Cross examination of railroad witnesses was begun at the 
afternoon’ session of March 30, although some parts of the 
testimony of carrier witnesses had not been completed. Mr. 
Collyer and J: P. Dervin, the latter speaking for the New York 
Central, were subjected to an examination on the inflations of 
mileages to New York city and the addition of five cents to the 
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rates to Manhattan in instances where floatage or lighterage 
was required. It came out on across examination that the first 
proposal was to add thirty miles to the Jersey shore distance 
for the hauls of railroads other than the New York Central. 
That, however, was not adopted, except in a few instances. 


Instead, the addition of ten miles and five cents was agreed 
upon as a compromise, to take care of the expensive service in 
the metropolitan district. The five cents is absorbed in instances 
where the haul is greater than 100 miles, or put in another 
way, observance of the 100 mile rate as a maximum makes the 
addition of five cents impossible. In figuring rates between 
New York and Philadelphia, for instance, ten miles is added to 
the distance for the work in New York and ten miles for the 
service in Philadelphia. That brings the mileage up to 110 
and the five cents cannot be added. The five cents is graded 
on distances above a specified maximum. 


In the case of the New York Central Mr. Dervin said the 
ten miles, in some instances, would be added to the Spuyten 
Duyvil distance and in others the distance to some other point; 
in other words, the full New York distance of that railroad 
would not be used in calculating the rates to and from the 
metropolitan area, the difference in haul between New York 
and Chicago via the various trunk lines making it desirable, 
if not necessary to, have some equalizing factors, although Mr. 
Dervin did not put it so bluntly as that. Mr. Collyer said the 
necessity for inflation was to be found in the fact that the 
service in and around New York was expensive and the further 
fact that one railroad went.to New York City on its own rails 
while others had to employ expensive floats and lighters. 

Mr. LaRoe asked a number of questions all leading up to 
his inquiry as to whether the addition of five cents and ten 
miles was not aimed at the Hoboken Shore road. Mr. Collyer 
denied that. Mr. LaRoe said the clients for whom he was 
speaking, were interested in keeping the area in question 
united in a rate sense and not sundered. He inquired about the 
Hell Gate all-rail route and asked Mr. Dervin if he thought it 
should not be used on traffic to Long Island. Mr. Dervin dis- © 
claimed competence to pass on that. 

The five cents is not to be added to the ten mile inflation 
that is to be observed at Baltimore and Mr. LaRoe suggested 
that for four miles of lighterage service in New York the cCar- 
riers were proposing an inflation and the addition of five cents 
while at Balttimore the ten mile inflation was to be the only 
addition to the straight mileage. Mr. Collyer said the services 
at the two places were not comparable and that later a witness 
would offer the justification for what was done, in the formu- 
lation of the proposals. 

Among the things to which Mr. Dervin testified were three 
or four changes in the proposals respecting the rates to Man- 
hattan stations. 

In further explanation and defense of their suggestions as to 
rates for services in and around New York harbor, the carriers 
at the morning session of March 31, presented J. J. Mantell, vice- 
president of the Erie in the New York region, and C. E. Hildum, 
vice-president and comptroller for the Lehigh Valley. 


Mr. Mantell went into the question of lighterage and floatage 
in New York harbor, describing, at considerable length, the 
lighterage limits and the movement of domestic and export 
traffic, with a view to showing that the cost of performing serv- 
ice in the metropolitan area was great and always increasing. 
His testimony as to the store door delivery service of the Erie 
in Manhattan was taken as indicating that the Erie, in that way, 
was seeking, not only to give the consignee more expeditious 
delivery but was also trying to put a stop to the ever increasing 
expense represented, in considerable measure, by the rent of 
piers and other facilities on Manhattan Island. Competition, he 
said, was one of the reasons for increasing costs and the condi- 
tions prevailing in New York. Commissioner Eastman wanted to 
know if competition was costly. 

“Competition always adds to cost,” said the witness, with- 
out, however, going to the trouble of illustrating what he had 
in his mind. 

On cross-examination, Mr. LaRoe wanted to know whether 
the cost of floatage and lighterage would be reduced if the 
management of those services were put under one directing head. 
The witness said that that was the fact now; that the railroads 
had a co-ordinating officer whose business it was to see that 
there was no duplication in the use of tugs and other floating 
equipment; that if he found that an Erie tug was going to a 
certain point it would take all the business to that point that 
could be handled by one tug instead of each railroad sending its 
own tug with its own business. Railroads, he said, made use of 
each others’ facilities in time of traffic stress, the Erie, he said, 
using the facilities of the Pennsylvania freely, when its own 
were congested. In answer to questions he indicated an opin- 
ion that the Hoboken Shore road was not much of a property. 
He made a study of it with a view to determining if value to 
the Erie and came to the conclusion that the Erie could operate 
it for twenty-five per cent less than it had been operated by 
the United States government. It is now owned by the Port 
Authority of New York. 
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Solution of the New York transportation problem, he said, 
was to be found in moving all the ocean steamship piers to the 
Jersey shore and sending domestic freight to Manhattan in 
containers which could be placed on automobile frames and 
carried tg fing] destination. Truck delivery inaugurated by the 
Erie, he saidm was: only apart of the Erie’s plan. In answer to 
a question he said that before the container car could be used 
economically there had to be a considerable tonnage moving 
regularly between given points. 

The witness said it was not necessary to make a cost study 
to find out that the cost of delivering freight in New York 
was higher than in Chicago or any other city. It was not neces- 
sary, he said, to look out of the window to ascertain that it 
was day light. His estimate was that the cost of delivering 
freight in Binghamton, for instance, was about one-third of the 
cost of delivering a like amount in New York. 

Mr. Chandler asked questions about the cost of delivering 
export freight at New York and at the so-called out-ports. The 
witness contended that it was greater in New York than in any 
other port. Mr. Chandler called his attention to the fact that 
in ports other than in New York the railroads furnished the 
piers for export traffic as one fact which might tend to make 
the witness think the cost was higher in out-ports than in New 
York. 

“We'd be glad to do that in New York, too,” said Mr. 
Mantell. “As a matter of fact we furnish piers for export 
freight, but after we get it there we are compelled to take it 
farther, to the steamship piers in Manhattan.” 

Mr. Hildum presented a cost study to cover the handling 
of freight by boat in New York harbor, based on data requested 
by the Port Authority, with additions to it tending to show that 
the answers to the questionnaire of the Port Authority led to 
misleading figures because they only related to tonnage and 
costs in October, 1924; that is, October business was used as 
the divisor instead of a divisor obtained by averaging the busi- 
ness for a year. In the Port Authority showing the average 
cost per ton for the four railroads was as follows: Lackawanna, 
$.859; Lehigh Valley, $1.050; New York Central, $1.222; and 
Pennsylvania, $1.492. The figures shown in Mr. Hildum’s ex- 
hibit, obtained by using the average tonnage per month for the 
whole of 1923 showed the average cost to be as follows: Lacka- 
wanna, $1.295; Lehigh Valley, $1.391; New York Central, $1.284; 
and Pennsylvania, $1.457. 

Mr. Barrett explained that the exhibit was not intended as 
a criticism of what the Port Authority had done in putting out 
the questionnaire but to show that by using the average tonnage 
per month, obtained by dividing the total for 1923, as the divisor, 


the results differed from those obtained under the Port Au- 
thority method. 


Answering questions by Mr. LaRoe, attorney for the Port 
Authority in other cases, if not in this one, the witness said the 
questions put out by the Port Authority were asked only after 
consultation with a committee representing the carriers. Mr. 
Hildum was not a member of that committee. 

In the language of Commissioner Eastman, violence was 
proposed to the long-established McGraham scale at the after- 
noon session of March 31 when O. S. Lewis, freight traffic man 
for the Baltimore & Ohio, professing to speak only for that 
railroad, proposed a readjustment of the Buffalo-Pittsburgh re- 
lationship by making the first class rate from both Places, to 
New York, 97 cents, but leaving Pittsburgh with port differ- 
entials to Philadelphia and Baltimore. Unless that could be 
agreed upon, he said, the Commission should apply the terms 
of the proposed trunk line mileage scale No. 1 strictly and 
thus deprive Buffalo of the parity with Pittsburgh in rates to 
the west. The Buffalo-New York rate now is 79 and the Pitts- 
burg-New York rate is 85 cents. 


As an appendix to that proposal, so to speak, Mr. Lewis 
proposed breaking up the 66.5 per cent group in which Youngs- 
town, O., is now located and giving that point and other points 
in the Mahoning and Shenango valleys the benefit of their 
location, practically as in trunk line territory, on traffic to the 
east. Mr. Lewis went even farther. He proposed the creation 
of more groups in the southern part of trunk line territory, 
specifically advocating a Martinsburg group, to take 84 per 
cent of the New York-Chicago rate. He also advocated the 
dividing of the Huntington group and the reduction of rates 
from Portsmouth, O., group from 82 to 77 per cent of the basic 
rate. In addition, he advocated the giving of port differential 
rates to the Youngstown part of the old Youngstown group. 
The remainder of the group is to be called, if the Lewis pro- 
posal is adopted, the Painesville group. 

“You are beginning to do some violence to the long-estab- 
lished McGraham scale, are you not?” asked Mr. Eastman when 
Mr. Lewis began disrupting groups along the Ohio river and 
in the Mahoning and Shenango valleys. Mr. Lewis assented, 
with emphasis, to the suggestion that he was doing some vio- 
lence. 

Before reaching the point of his story Mr. Lewis said that 
taking the picture as a whole, considering the commercial con- 
ditions, the transportation facts and other pertinent things 
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into consideration, the Buffalo-Pittsburgh situation warranted a 
slight departure from the mileage proposition that had been 
submitted in behalf of the carriers. Then he told what he 
proposed to do to put Buffalo and Pittsburgh on a basis that 
would be more satisfactory to Pittsburgh shippers, especially 
iron and steel shippers. 

While Mr. Lewig gave a long recital of rates, actual and 
prospective, the nub of the story was reached, it was believed, 
when he said that ever since the Commission’s decision in 
the Pollok Steel case, in 1918, Pittsburgh shippers had been dis- 
satisfied. In complying with the decision the Railroad Admin- 
istration made the iron and steel rates from Pittsburgh to New 
York two cents higher than from Buffalo. They did that by 
putting Pittsburgh on the fifth class basis. 

E. P. Bates, for the Pennsylvania, caused some jaws to 
drop farther than they had when Mr. Lewis gave his testimony 
by approving the proposed Buffalo-Pittsburgh adjustment. He 
did not go so far as Mr. Lewis in proposing the breaking up 
of groups. In fact, he doubted the wisdom of going into Cen- 
tral Freight Association territory with trunk line adjustments. 
Frankly, he admitted, that it would break up the Erie-Phila- 
delphia adjustment, which he admitted was about as sacred as 
the McGraham adjustment. Mr. Lewis said age did not make 
an adjustment sacred, but that age did indicate that it had 
worked well, and Mr. Bates went along with that idea. Mr. 
Bates said Edward Chambers, director of traffic in the Railroad 
Administration, had persuaded the Pittsburgh shippers of 
iron and steel to accept the settlement proposed by the 
Railroad Administration in compliance with the Pollok case on 
the ground that it was a war measuré and that it would be 
adjusted as soon as conditions became more nearly normal. 
Ever since that time, Mr. Bates said, the Pittsburgh iron and 
steel shippers at Pittsburgh had complained and asked for re- 
demption of that promise. Mr. LaRoe asked him if the steel 
industry at Pittsburgh was in such poor condition that it had 
to have equal rates to enable it to compete with Buffalo. Mr. 
Bates said he did not know about commercial conditions, but 
he knew that on mileage and the old parity, Pittsburgh was 
entitled to rates to New York no higher than those from Buffalo. 


In respect of the adjustment from Youngstown, Mr. Lewis 
said the McGraham formula and the mileage scale caused an 
unwarranted spread between Pittsburgh and Youngstown. 


The testimony of Messrs. Lewis and Bates, while it brought 
forward the rivalry of Buffalo and Pittsburgh, in the matter of 
rates on iron and steel, did not emphasize the iron and steel 
phase of it so much as that of E. A. Niel, freight traffic man- 
ager for the Buffalo, Rochester & Pittsburgh, and that of O. F. 
Johnson, general freight agent of the Lehigh Valley. In their 
testimony they revolved largely around the fifth class rate, the 
one applicable to iron and steel. Mr. Niel took no position in 
respect of the relationship of rates from Buffalo and Pittsburgh 
to the North Atlantic ports at which the differential adjust- 
ment prevails, but he suggested to the Commission that great 
care in dealing with rates pertaining to the iron and steel in- 
dustry would be desirable. Hundreds of millions, he said, had 
been invested on the supposition that rate relationships that 
had long existed, without material change, would be maintained. 

“While it may be truthfully said that the present adjust- 
ment of class rates in trunk line territory is a hodgepodge or 
an illogical and unscientific rate fabric,” said Mr. Niel, “it must 
be admitted that notwithstanding its deficiencies, and with the 
aid of commodity rates, the industries in trunk line territory 
have built up an enormous traffic during the past thirty years 
and represent an investment of hundreds of millions of dollars 
in capital for plants whose locations have, to a large extent, 
furnished a large tonnage to carriers. Revision of rates should 
not require the application of rates from point to point in all 
cases, or be made so inflexible as to preclude the maintenance 
of group relationships where necessary on account of commer- 
cial conditions prevailing in many centers of production. The 
shippers’ principal concern, generally, is with rate relationships 
rather than the volume of the rate itself and this is a necessary 
feature of business competition, which cannot be ignored.” 


Rates in which the Buffalo, Rochester & Pittsburgh is in- 
terested, he pointed out, largely were group rates. He favored 
a basic scale, to be used on the shortest routes, embracing not 
more than four lines, with enough flexibility to preserve rea- 
sonable groupings at large centers such as Buffalo, Rochester, 
Pittsburgh, New York, Philadelphia and Baltimore, especially 
to keep iron and steel moving. He advocated the use of com- 
modity rates or special class scales whenever necessary to pre- 
vent unjust discrimination and to promote the expansion of 
industry. 

“That has been the policy of all carriers and the adoption of 
a basic class scale should not prevent its improvement and per- 
feetion,” said the witness. 


About the only thing on which they were in agreement, said 
Mr. Johnson, speaking about himself and Mr. Lewis, was that 
they were in disagreement in respect of the relationship of 
rates from Buffalo and Pittsburgh to the North Atlantic ports. 
Speaking, as he said, for the New York Central, the Erie, the 
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Delaware, Lackawanna & Western, and the Lehigh Valley, 
which he called the Buffalo lines, he said they favored the re- 
tention of the present relationship. Answering a question by 
Mr. Barrett, he said the Buffalo and. Pittsburgh lines had had 
many conferences with a view to coming to an agreement, but 
without success. At their last conference, he said, the Buffalo 
lines had offered a compromise agreement, which, if adopted, 
would cut the differentials Buffalo now has under Pittsburgh 
to New York exactly in half. The new basis would give Buf- 
falo differentials of three cents on the two first classes and one 
cent on the other four, instead of at present six cents on the two 
first classes and four cents on the others, or, as frequently 
phrased, two threes and four ones instead of two sixes and four 
twos. 

In answer to a question by Commissioner Eastman, Mr. 
Johnson said that, while the offer at the last conference was 
made with a view to composing the differences, the Buffalo 
yes were willing to have that offer considered as their pro- 
posal to the Commission; they were willing to submit it because 
they were putting it before a more reasonable set of men than 
the Pittsburgh lines had shown themselves to be. 

Mr. Barrett said that he had obtained the impression from 
what Messrs. Bates and Lewis had said that they were propos- 
ing that Pittsburgh lines give up something, but that his idea 
was that what Pittsburgh was supposed to be giving up was 
something she had never had. 

“Am I right?” asked Mr. Barrett. 

“Right, as usual,” said the witness, to the amusement of 
the lawyers who seemed to think that their colleague was 
slightly leading his witness. The colleagues laughed, almost 
uproariously. Mr. Johnson said that Pittsburgh was not hurt 
by the inflations in mileage proposed by the carriers, but that 
Buffalo would be hurt by the operation of the rule for the dis- 
position of fractions, all the talk being based on the effect the 
two things would have upon the rates on iron and steel. Mr. 
Barrett said Mr. Bates almost made him weep with his talk 
about promising Pittsburgh people to restore something he 
understood had been taken from them. Mr. Johnson said Mr. 
Bates proposed not only to restore something Pittsburgh had 
had, but to give it much more than it had ever had. He con- 
trasted the difference in size of the Buffalo and Pittsburgh dis- 
tricts, to the disadvantage of the latter, because, among other 
things, it included Wheeling. Inclusion of that point, he said, 
would result in giving Wheeling a rate, to one of the ports, two 
cents lower than the rate from Buffalo, although Wheeling was 
farther from the port than Buffalo. 

On cross examination, W. W. Collin caused Mr. Johnson to 
admit that the Buffalo group was big enough to embrace within 
it all the iron and steel plants in the vicinity of Buffalo, and 
that that was also the case with the Pittsburgh district. Under 
Mr. Collin’s cross examinaion Mr. Johnson admitted that there 
were no iron or steel mills in what might be called Buffalo 
territory, more than thirty miles from the city of Buffalo, but 
that in the Pittsburgh district there were iron and steel mills, 
each in competition with the others, as much as fifty miles from 
the city of Pittsburgh. He also persuaded Mr. Johnson to admit 
that steel mills were built at Buffalo while the rates from 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Industrial traffic manager, twelve years’ 
experience operating, accounting, traffic department of carriers, 5 
years handling cases before State and Federal Commissions, desires 
location. Success in all cases handled. Can organize department 
and produce results. Address Box 765, care Traffic World, Chicago. 


Trattic World 











ve Bind The 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 





[OF LL O7-NETe 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


THE TRAFFIC WORLD 














Merchandise Storage and Pool Car 
smctvonce Distribution esq 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 








Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 


ALBANY, NN. Y. 


’ Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 


AMARILLO, TEXAS 


Amarillo Warehouse, Storage and Ice Company 
Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage. 
Private Track Nickel Plate R.R. Pool Car Distribution. 
Write Us Your Requirements. 


PHILADELPHIA, PA. a ° 
: Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C: Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 









In Which of the Followin 
Do You Belong 


a—Men who spend leisure time in reading daily papers. 


b—Men who spend a portion of each day in training themselves for 
the higher positions in the 


TRAFFIC PROFESSION 


Have you ever stopped to analyze why certain men and women were 
successful? If so, you know that this class had vision and the courage 
to spend the necessary time and money to prepare themselves to climb 
out of the rut. 

Think it over, then write for our catalogue, and while doing so, 
believe that you are procuring information on a course that is superior 
to any other now on the market. IF YOU DOUBT IT GIVE US A 
CHANCE TO PROVE IT WITHOUT COST TO YOU. 

A new resident class just opened. You are still in time to join. 
Come in and talk it over. (Resident mail training available at any 


time.) 
COLLEGE OF ADVANCED TRAFFIC 


608 South Dearborn St., Chicago Dept. G Harrison 8649 


Classes 































870 - THE TRAFFIC WORLD 


those points to New York were the.same as those from Pitts- 
burgh, and that since Buffalo had been given a two-cent advan- 
tage by reason of the Pollok Steel Company case decision, one 
steel mill at Buffalo had been much enlarged and had become 
a large operation. Mr. Collin also persuaded the witness to 
admit the fact that the proposal of the Buffalo lines, if adopted, 
would make the Buffalo rate to Philadelphia the measure of the 
rate from Erie to Philadelphia instead of the other way aboyt, 
as he said was the fact when Buffalo got iron and steel rates, 
and the net effect would be to increase the Erie rate one cent 
over the present 32-cent rate. Mr. Collin and the witnesses 
fenced over terminology and the method of stating situations, 


the facts respecting which did not seem to be in dispute between 
them. 


A further discussion of the situation along the western 
termini of the eastern trunk lines was put into the record by 
H. W. Forward, general freight agent of the Erie at Chicago. 
Among other things he admitted the disadvantage under which 
Youngstown had been working since the revision following the 
Pollok Steel case in 1918 had been in effect. He thought a 
regard for that city’s mileage would more nearly restore the 
relationship of rates on iron and steel that existed prior to 
that revision although it would not restore the two cents over 
Pittsburgh basis destroyed by the Pollok revision. But observ- 
ance of the mileage, he said, would improve the position of 
Youngstown in respect of business on classes other than the 
fifth, the one that carries the iron and steel traffic. The Disque 


revision caused Youngstown to suffer in class rates to the 
west. 


Mr. Forward said he would not restore the differential basis 
existing prior to 1918 when Youngstown, on iron and steel, to 
New York was two cents over Pittsburgh and Cleveland was 
three cents over. Groups in Central Freight Association ter- 
ritory, he said, should also be left alone. In answer to a 
question about Wheeling he said the Erie had nothing to say 
as to whether that city should or should not be left in the 
Pittsburgh group because it did not serve Wheeling. Per- 
sonally, he said, his impression was that it should be left in 
that group. 


D. T. Lawrence, general freight agent for the Lackawanna 
made an explanation of the differential routes of all kind, 
ocean-and-rail, rail-lake-and-rail, lake-and-rail and all-rail. He 
said that the railroads, when they prepared for this case, 
decided to say nothing about the differential routes. They 
would have adhered to that, he said, except for the move of the 
lake lines in putting in testimony on the subject. 


Another turn was given the Pittsburgh-Buffalo-Youngstown 
phase of the case April 2 when George H. Ingalls, traffic vice 
president of the New York Central, announced a modification 
of the plan for handling that situation differing somewhat from 
that presented the preceding day, when Mr. Johnson, of the 
Lehigh Valley, speaking for, among others, the New York Cen- 
tral, proposed halving the differentials Buffalo now had. Mr. 
Ingalls was recalled for cross examination, but before cross ex- 
amination was begun he said he wanted to present direct tes- 
timony. He said that Mr. Johnson, in his testimony, had spoken 
for the New York Central on authorization by him, but that 
he thought in fairness to Pittsburgh, Youngstown and Buffalo, 
each of which was served by the New York Central, he should 
modify the proposition. 


His thought was that it would be fair to put Buffalo on 
the basis of its mileage to New York and the other ports; to 
put Pittsburgh on its mileage to New York with recognition of 
port differentials to Philadelphia and Baltimore, and to treat 
Youngstown by the same method. His further suggestion was 
that Cleveland should be made arbitraries over Youngstown. 
While he did not mention iron and steel as the commodities he 
had in mind in making those proposals, it was understood that 
the controversy to be settled had arisen on account of the com- 
plaints of shippers of iron and steel and that, therefore, the 
settlement was proposed in view of that fact. A still further 
suggestion was to give Pittsburgh an arbitrary basis to Boston. 

“How would you treat Wheeling?” asked Mr. Eastman. Mr. 
Ingalls said he preferred not to say anything about Wheeling, 
but allow that situation to be treated by the Wheeling lines. 

Equally, if not more interesting, was the testimony given 
by Benjamin Campbell, traffic vice president of the New Haven. 
His testimony was in answer to questions by Mr. Eastman. He 
said there should be a new scale of at least ten classes, and 
probably twelve, with uniform class percentage relationships, 
for use throughout Official Classification territory. Under fur- 
ther questioning he favored widening of the proceeding to bring 
in the question, not only of a scale with more than six classes, 
but also the question of reforming the classification, not merely 
for the eastern part of the country, but for the whole country, 
and the allocation of articles to the additional classes proposed 
for Official Classification territory. 

Before Mr. Campbell gave approval to such a wide enlarge- 
ment of the case, Mr. Eastman, in answer to questions by Mr. 
LaRoe, expressed the belief that the order of the Commission 
instituting the case was broad enough to permit it to suggest, 
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in its report, increasing the number of classes, but not broad 
enough to permit the allocation of articles of freight to the new 
classes. Mr. LaRoe was prompted to ask those questions in 
view of the fact that Mr. Eastman had asked questions about 
a ten or twelve class scale before he propounded his inquiries to 
Mr. Campbell. He addressed such questions to W. C. Maxwell, 
traffic vice president of the Wabash, and Mr. Ingalls. 

Mr. Maxwell, whose direct testimony bristled with criti- 
cisms of his colleagues in Trunk Line territory for having failed 
to set their house in four or five years ago when they had a 
class scale under consideration, did not, on cross examination, 
set his auditors agog. In answer to questions by C. E. Walling- 
ton and others, he said he believed trunk line rates should be 
on a little higher level than those in C. F. A., and that mileage 
should be used in the east as in the western part of Official 
Classification territory, with groups at the termini. The Mc. 
Graham principle, method or formula, he said, would be con- 
tinued even though there were flies in the ointment, He said 
it was better than anything that had been proposed by any 
railroad man or shipper. 

“Your idea is that the class rates need revision?” asked 
Mr. Eastman addressing himself to Mr. Ingalls after the latter 
had stated his modified proposal respecting Pittsburgh, Youngs- 
town and Buffalo. 

“Very much so,” said Mr. Ingalls. He said the experience 
with the Disque scale and the complaint of the New England 
lines that by reason of Trunk Line class rates they were not 
able to obtain the full benefit of the Anderson scale were enough 
to show the need of revision. He said he agreed with Mr. Max- 
well that the overhead rates should be the same in both direc- 
tions. Mr. Maxwell said that on direct and on cross examina: 
tion. 

In answer to questions about the number of classes put to 
him by Mr. Eastman, Mr. Ingalls said that a ten class scale 
seemed a good one, although in his thought on that subject 
sometimes he thought there should be a twelve class scale, al- 
though generally he came back in his thoughts to the ten class 
scale. He thought the work of making a longer scale might be 
taken up later. Mr. Eastman suggested that that would mean 
two instead of only one disturbance to business. 

Commissioner Eastman brought up the subject of a uniform 
classification for application throughout the country. Mr. 
Ingalls indicated that he did not think much of the suggestion. 
Then Mr. Eastman called his attention to the fact that his name 
was attached to the report of the committee of the Chamber of 
Commerce of the United States, made in November, 1923, sug- 
gesting a uniform classification for the country. ‘Then this 
does not represent your view,” suggested Mr. Eastman after 
quoting from the report. 

“I have been greatly embarrassed by that report,” said Mr. 
Ingalls. 

“Others, also,” interrogatively suggested Mr. LaRoe. 

“They will have to answer for themselves,” said Mr. Ingalls. 

Commissioner Eastman brought up the rate structure in- 
vestigation case, not directly, but by asking Mr. Ingalls what 
he thought about reducing rates on basic commodities and in- 
creasing those on other classes of traffic. Mr. Ingalls smiled 
wryly and said he did not think rates on agricultural products 
in the east were unreasonable and indicated that he did not 
think much of the “basic commodities” theory of rate-making, 
questioning its feasibility. 

Answering more of the Commissioner’s questions, Mr. 
Ingalls defended the higher scale proposed for the lines in 
northern New York on the ground of the greater operating 
difficulties and the undesirability of making rates on those lines 
that would break down rates in New England. Commodity 
rates, he pointed out, were given to manufacturers in that part 
of the country to enable them to compete with rivals having 
lower rates. 

“What justification have you, other than that put forth 
in this case, for proposing to increase the rates of shippers 
using the first four classes?” asked E. L. Ewing. Later he made 
his question more specific by asking what justification there 
was for inereasing rates on automobiles and furniture in view 
of the net of the Michigan Central of more than eight per cent, 
as read into the record by Commissioner Eastman. The jus- 
tification that had been offered was that the upper classes had 
to be increased to clear the rates at termini. Mr. Ingalls said 
he thought that he could find more justification for the increase 
in the first four classes for revenue purposes, if necessary. 

Mr. Campbell, interrogated by Mr. Eastman as to the efforts 
of the Railroad Administration and the eastern lines to revise 
the class rates and to increase the number of classes six years 
ago, said he had nothing to add to the history of the Campbell 
committee’s work as given by Mr. Maxwell, which he said was 
accurate. He expressed the opinion that there could be an 
allocation of commodities to the additional classes in three 
months, if a staff of 100 men was put on it, and that a revenue 
test could be made in two months more, in all, five months. 
He said that a ten class scale was necessary to absorb all the 
commodities that should be absorbed into a class scale. He 
said class percentage relationships, for the whole country, could 
be made after a revenue test. 
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cross twelve states 








New York Central Lines reach 174 cities with a population 
greater than 10,000. 


The first ten produce one-fourth the country’s manufactures. 
The first seventy produce one-half the country’s manufactures. 


This great industrial region is served by 12,000 miles of New 
York Central Lines main tracks, carrying a tenth of the rail- 
borne commerce of the country. 







NEW YORK CENTRAL LINES 





BOSTON & ALBANY~ MICHIGAN CENTRAL~BIG FOUR ~ PITTSBURGH &LAKE ERIE 
AND THE NEW YORK CENTRAL AND SUBSIDIARY LINES 
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RATE STRUCTURE INVESTIGATION 


No definite position will be taken by the railroads at this 
time in respect to the Hoch-Smith resolution and the proceed- 
ings thereunder initiated by the Commission in formal docket 
No. 17000, because the matter, as they see it, is not sufficiently 
developed to warrant any action immediately. That is the 
conclusion reached by traffic vice-presidents and attorneys in 
charge of litigation before the Commission after an all-day con- 
ference March 27 at the office of Alfred P. Thom. The ,rail- 
road men have an idea that a large number of applications for 
the supposed benefit of the Hoch-Smith resolution will be filed 
by shippers who have lost or have reason to believe they are 
about to lose cases. They also believe industries or particular 
commodities will seek initiation of inquiries for their particular 
benefit. That belief is based on reports they have received as 
to the activities that have already been begun. At present, 
however, they cannot see reason for the railroads, as a whole, 
formulating anything for the consideration of the Commission. 
Individual lines, or groups of lines, it was admitted, might have 
to say something respecting cases affecting them, but it was not 
for the discussion of such situations that the vice-presidents 
and traffic officials held their conference. 


The western lines, as a whole, or some of those particu- 
larly interested in pending cases, may file views on the sub- 
jects or suggestions contained in the Commission’s notice in 
respect of No. 17000. Their situation is unlike that of the rail- 
roads, as a whole, because they are now being subjected to 
more widespread inquiries into their rates than those of any 
other region. The cases in which they are particularly inter- 
ested, broadly speaking, are more vital than the southern and 
eastern class rate investigations, one of which has been com- 
pleted and awaits decision and the other of which is now in 
the second heat of the race. 


West of the Mississippi, matterg of great interest are the 
live stock case, southwestern petroleum cases, involving the 
relationship of rates on petroleum and its products from the 
mid-continent, Arkansas, Louisiana and Texas fields to West- 
ern Trunk Line points, southwestern class rates, the south- 
western brick cases, and lastly the Western Trunk Line class 
rates case in which Director Hardie has submitted a com- 
promise proposal, which has been accepted, with amendments. 


In addition to that, the financial conditions of the lines 
west of the Mississippi constitute a phase of the general sub- 
ject that may constrain the western carriers to say something 
respecting No. 17000, in advance of the answers of railroads, to 
be made to petitions filed by those shippers who think they 
should teil the Commission something not later than May 15. 
The receiverships of the Milwaukee and the Minneapolis & 
st. Louis, and the relatively poor showing of some parts of 
the Hill system, it has been suggested, give point to the im- 
plied understanding among the railroads that the western lines 
may have reason to say something while the railroads in other 
paris of the country reserve their views to present in the form 
of answers to representationg of shippers. 


N. I. T. L. Meeting “SS 


47 The National Industrial Traffic League will hold a special 
meeting, late in April, to consider the notice the Commis- 
sion issued in instituting No. 17000. At the informal meeting 
held in Washington by some members of the _ executive 
committee it was agreed to appoint a committee to draw up 
a statement regarding the matter with a view to having it 
made the foundation for a discussion of the subject at the 
proposed special meeting. The idea of a special meeting in 
April had its origin among members of the executive com- 
mittee who were in Washington March 28 preparing for the 
resumed hearing on the eastern class rate investigation 
begun on March 30. Chairman J. M. Belleville, of that com- 
mittee, called a meeting of that body, but when it was found 
that western members could not attend, the call for the meet- 
ing of the committee was canceled. 


About fifteen members of the League met and agreed that 
it would be advisable to have a meeting of the League, at some 
central point, about the end of April. A committee wag ap- 
pointed, composed of Paul M. Ripley, W. H. Chandler, F. H. 
Baer, F. T. Bentley, Percy C. Sprague, R. C. Fulbright, M. H. 
Strothman, J. S. Brown and T. T. Webster, to prepare a state- 
ment to serve as a basis for consideration by the League. 
Men, other than those on the committee, who attended the 
meeting were F. M. Renshaw, W. H. Day, John D. Battle, R. W. 
Poteet, C. B. Baldwin and Mr. Belleville. 


League men spent most of the day discussing the law and 
the Commission’s announcement instituting No. 17000 without 
reaching any conclusion to which more than four or five men 
could subscribe. Three schools of thought seemed clearly de- 
fined. The first was that the Commission hoped to obtain an 
idea as to what it should do from some group and then act 
on it. The second was that the Commission desired to bring 
about such a confusion that shippers and carriers would ask 
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Congress to repeal the law. The third was that railroads and 
shippers should agree to ignore the proceeding and unite on 
a determined move to have Congress repeal it as a useless 
thing, because, among other things, the Commission, at all 
times, in an orderly manner, was passing on the question 
whether rates were in accordance with the law. 

The transportation committee of the National Coal Asso- 
ciation has also held a meeting with a view to taking some 
action on No. 17000. The traffic men decided there was nothing 
they could do other than watch the case and be prepared, if 
and when necessity arose, to get into it. So as to preserve 
the right to get into it, the traffic men advised the acknowl- 
edgment of the Commission’s notice that No. 17000 had been 
instituted and the informing of the Commission that the mem- 
bers of the association were thinking about the matter, but 
were not prepared, at this time, to say anything. 


Remarks by Aitchison 


Remarks made by Chairman Aitchison, of the Commission, 
with reference to the rate structure investigation in No. 17000, 
at the meeting last week of members of the executive com- 
mittee and the committee on co-operation of the National Asso- 
ciation of Railroad and Utilities Commissioners, have been 
reproduced in substance by John E. Benton, general solicitor, 
in a bulletin to members of the association. Mr. Benton said 
that, in Chairman Aitchison’s statement, the following in sub- 
stance was said: 


That the Smith-Hoch resolution, adopted by both houses of Con- 
gress and signed by the president, is now a law, which the Commis- 
sion must take in the utmost good faith, and administer as best it 
can. It is as much the law, and as completely binding upon the Com- 
mission, as section 1 of the interstate commerce act, or any other 
section of that act. It is, however, to be read and administered in 
connection with all such other provisions of the law. Behind all is 
the public good and welfare, which compels the commission to pro- 
ceed as best it can, in an orderly manner, so that the purposes seught 
shall be accomplished, and the required readjustment may be scien- 
tifically made. At the same time the Commission is confronted with 
the hurry up provisions, so far as the agricultural situation is con- 
cerned. It is something of a dilemma, in which the Commission must 
simply do its best. : . 

The Commission has aimed to go about the investigation in a 
practical way. It has felt impelled, however, to make the order of 
investigation as broad in scope as the resolution itself; hence all 
rates of every description fiave necessarily been covered. 

The Commission, in compliance with the resolution, was compelled 
to take into account the state rates and their relationship to interstate 
rates, but obviously here, as in all other respects in the investigation, 
the Commission is to proceed in an orderly way. In administering 
this portion of the act it will proceed in the same way that it does 
with all other portions of the act, including section 13. And so from 
the outset the proceeding is one where the Commission finds that 
the assistance and co-operation and facilities of the state commissions 
will be required. ’ 

The order of investigation was carefully prepared and received 
the unanimous approval of all commissioners after careful study. It 
was drafted with the idea of explaining, as far as possible, what 
the purposes of the investigation are. ‘ 

As yet the Commission has not entrusted the conduct of the 
case to any commissioner or group of commissioners. For the time 
being the three senior commissioners (McChord, Meyer and Hall) 
and the chairman constitute a committee to keep in touch with 
the situation, and bring forward to the full Commission anything 
that may require its attention. But it is understood that this is 
a temporary arrangement, and sooner or later the Commission will 
delegate to a group of commissioners the conduct of the case. 

In the meantime, a committee of employes has been selected, 
which is working upon the case under the direction of the committee 
of commissioners, and the same will doubtless be augmented. Di- 
rector Hardie has been made chairman of that committee. 

Involving as it does all of the rates of all the carriers of the 
nation, the investigation is the most far-reaching and important 
one ever entered upon by the Interstate Commerce Commission, or 
by any other human tribunal among civilized peoples. There is, 
however, no occasion for alarm on anybody’s part. The investiga- 
tion can not be simply tossed off in a moment. The Commission will 
proceed in such manner as to give everybody a full opportunity to 
make his position known; and it will proceed carefully, and with 
the purpose df avoiding any unnecessary concern, or unnecessary cost 
in time or money on the part of those who desire to be heard. 

A preliminary conference between Commissioner McChord and 
President Ainey had resulted in the suggestion that nine state com- 
mission representatives, fairly representative of different sections, 
should be appointed to sit and confer with the Interstate Commerce 
Commission throughout the proceeding, and that to facilitate con- 
venient and continuous contact between the federal commission and 
this committee, a subcommittee, who could give more time to mat- 
ters involved, should be appointed, consisting of, perhaps, three 
members. Likewise, it had been suggested that a committee of a like 
number of rate experts of state commissions be appointed to assist 
rate experts of the I. C. C. in their work, and that a like subcom- 
mittee from that committee be also appointed. Some such provision 
as this for co-operation on the part of the state commissions would 
be welcomed, and was desired. 

Following this statement from Chairman Aitchison, there was 
some discussion of the extent to which state rates would be con- 
sidered as in issue in the proceeding. Chairman Aitchison made it 
clear that the purpose of the order was to cover all such rates, and 
that the same must be regarded as placed in issue by the service 
of the order; but he indicated that it was the purpose of the co- 
operation proposed to produce such contact between the federal and 
state commissions that each state commission would be kept in- 
formed, when its rates were to be involved in any hearing, and so 
that situations involving or affecting state rates might be handled in 


a co-operative way. After this discussion w 1 
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Views of Clark and LaRoe 


The conviction that under the terms of the Hoch-Smith 
rate revision resolution, the Commission “is required to pro- 
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President Grant—One of the five sister ships—showing cargo handling — 
especially designed for rapid handling from lighters on both sides of vessel. 





SEATTLE TO THE ORIENT 


3 A fast Trans-Pacific freight and passenger service 
ie between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


“PRESIDENT JEFFERSON.................. April 9 
*PTREEEPEISD GIRAIUE oo ccc ceccccccccccncvccs April 21 
*PRESIDENT MADISON...................-. May 3 
*PRESIDENT JACKSON. ................0008- May 15 
*PRESIDENT McKINLEY. ................62- May 27 


* Refrigeration Service 
Direct Freighter Service 


O 
Japan, Shanghai, ule, Taku Bar, Tientsin 


re ic ticss® sslsnsinsdantiinescstal April 10 
Ss . ¢ 33S eer: April 15 
& WHEATLAND MONTANA.................05: May 15 
be Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY 
Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 
New York—32 Broadway, Phone Broad 0580. 
Boston—177 State Street. 
Philadelphia—101 Bourse Building. 
Detroit—1714 Dime Bank Building 
San Francisco—Robert Dollar Building. 
Les Angeles—626 South Spring Street. 
Pertland—101 Third Street, Corner Stark. 
Seattle—1519 Railroad Avenue, South 


L. L. BATES, General Freight Agent, Seattle, Wash. 
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Operated for 


United States Shipping Board 


by yNelecbhe-tan@al-sehell Line, Managing Operators 
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Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 




























Baltimore New York Savannah 
SEEKONK.......+ ececees Apr. 7 Apr. 11 Apr. 15 
VENER Rc cccosccvcecos coe Apr. 21 Apr. 25 Apr. 29 
PETER KERR..........-. May & May 9 May 13 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 
Los Angeles Harbor without transfer charge, also to all ports of 
California, Oregon, Washington, British Columbia, Alaska and the 
Far East. 





Joint Service with 


HAMBURG-AMERICAN LINE 


NEW YORK T9 HAMBURG 





xx*RESOLUTE ........ Apr. 7 xtWESTPHALIA ..... Apr. 23 
xtMOUNT CLAY...... Apr. 9 xx*ALBERT BALLIN...Apr. 30 
xxtCLEVELAND ...... Apr.16 xx*RESOLUTE ........ May & 
xx*RELIANCE .......0- Apr. 21 xtTHURINGIA ....... May 7 


+Cabin and Third Class Passengers. °First, Second and Third 
Class. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


SUDBURY (via Baltimore and Hampton Roads)............ Apr. 9 
IKALA (via Baltimore and Hampton Roads).............. May 7 





BALTIMORE TO BREMEN AND HAMBURG 


SUDBURY (via Hampton Roads) .........cecccccscessccess Apr. 15 
IKALA (via Hampton Roads)......ccscccssccccccseccccees May 13 


NORFOLK AND NEWPORT NEWS TO BREMEN 


POSS HS SSSH SHES HSHHHHSHESEHHHSHESSEEHEEEESHEEEEHEEEEEE 
COSHH SSEHESHSH OSH ESSESEHESESEHES ESE EES 


CORSE SSE HHHHHEHSSHEHSHEEHESEH ESE SHES EEE EEE ESTES EEEESSE 


COSCO HES ESHEETS EHSHHHH EH SESEHES EHO EEEES 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg te LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 












General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 827 South La Salle Street.......... Phone Wabash 4891 


BRANCH OFFICES: 
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See ee Dichmann, Wriehe & Push, Inc. 
PHILADELPHIA........csceccees Dichmann, Wright & Pugh, Inc. 
EG Rie sceoabscwom newt Columbia Pacific Shipping Co. 
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ceed ...in much the same manner as it has heretofore pro- 
ceeded with comprehensive investigations,” is expressed by 
Edgar E. Clark, formerly chairman of the Commission, and 
Wilbur LaRoe, Jr., formerly chief examiner of the Commission, 
in a statement filed with the Commission in response to its 
suggestion in its statement to the public when it announced its 
order in No. 17000, rate structure investigation. They further 
express the opinion that the real difficulty lies, not in under- 
standing the principles laid down in the resolution, but in apply- 
ing them in a practical way and that the task is so great that, 
whatever means may be devised by the Commission for ac- 
complishing it, years will be required to complete it. 

Clark and LaRoe say they have found nothing in the cir- 
cumstances surrounding the passage of the resolution that indi- 
cates an intent to include passenger fares, sleeping-car fares, 
express rates, telegraph rates or pipe-line rates and that plainly 
the intent and purpose of the resolution is to investigate and 
readjust freight rates. They refer to language in the resolution 
referring to freight rates and to commodities having market 
value. ‘ They say they believe the resolution may be fairly inter- 
preted as applying only to freight rates, and that, in naming, 
as respondents, telegraph, telephone, cable, and sleeping-car 
companies the Commission may have interpreted too literally 
the phrase in the second paragraph of the resolution relating 
to common carriers subject to the act and may have extended 
the scope of the investigation beyond what Congress intended. 
Continuing, they say: 


To the end that commodities may freely move the Congress has 
declared ‘‘the true policy in rate making to be pursued by the - 
terstate Commerce Commission in adjusting freight rates.” That 
policy contemplates, by tne definite language of the resolution, that 
the conditions which at any given time prevail in our several in- 
dustries should be considered so far as it is legally possible to do so. 
In its investigation of the rate structure of common carriers and in 
its determination of proper methods of correcting defects found to 
exist the Commission must give due regard ‘‘among other factors, to 
the general and comparative levels in market value of the various 
classes and kinds of commodities as indicated over a reasonable 
period of years, to a natural and proper development of the country 
as a whole, and to the maintenance of an adequate system of trans- 
portation.”’ ’ ; 

We find in the resolution no principle of rate making that has not 
been heretofore considered and applied by the Commission. But we 
do see in the language of the resolution a clear expression of policy 
or intent that extends beyond the application of rate-making principles 
to specific circumstances and conditions heretofore the subject of 
formal proceedings before the Commission. The relationship of rates 
on analogous commodities selected by litigants as evidence in formal 


proceedings under the act has been often considered by the Commis-- 


sion; the value of commodities has always been recognized in proper 
cases andthe policy of Congress expressed in section 500 of the 
transportation act, 1920, has been carried out to the full extent of 
the Commission’s power. But the resolution contemplates a_ broader 
anplication of fundamental principles of rate construction and a more 
comprehensive recognition of economic influences affecting the na- 
tional prosperity. cae , 

Formal complaints are ordinarily of limited scope and designed to 
further the interests of a particular industry or shipper. Usually 
such complaints embrace only a limited territory. They are so re- 
stricted in scope as to preclude a presentation, individually or collec- 
tively, that might meet the requirements of the resolution. The in- 
vestigations of the Commission pursuant to which the general rate 
increases and reductions have been approved have taken a_ wide 
range, but even in those investigations it has not been possible to 
develop adequately or to the extent contemplated by the resolution 
the —— and conditions incident to the ‘‘true policy in rate 
making."’ 

oer to apply the principles of the resolution to formal cases 
now pending would be inadequate. Merely to decide pending cases in 
accordance with the intent and purpose of the resolution would not 
satisfy either its letter or spirit. One of the principal objects of 
Congress must have been to direct the Commission to deal with this 
important question in some manner more effective than the piece- 
meal methods heretofore pursued. The Commission’s order in No. 
17000 instituting a general investigation is a necessary preliminary 
step in the effectuation of the expressed policy of Congress. 

For some time there has‘ existed, in certain quarters at least, a 
feeling that commodities of low value moving in large volume are 
required to pay more than their fair share of the transportation bur- 
den. Iron and steel articles move in Official Classification territory 
on the same rates as writing paper. A typical carload of L. C. L. 
freight from Chicago to New York (12,000 pounds, third class) yield 
$113.40 in freight revenue. A typical carload of fifth class freight 
between the same points (40,000 pounds, fifth class) yield $224 per car. 
A carload of furniture or automobiles from Chicago to New York yield 
less revenue than a carload of grain. There has existed for some time 
a more or less general feeling that these things are not right, and the 
resolution is but a legislative expression of the same conviction, 
coupled with a mandate to the Commission to make ‘‘such changes, 
adjustments, and redistribution of rates and charges as may be found 
necessary to correct any defects so found to exist.” _ 

The power to make rates is analogous to the taxing power, and 
a mandate to revise rate relationships throughout the nation‘s freight 
rate structure is a direction to exercise the rate-making power in such 
a manner as to determine what relative portion of the transportation 
burden should be borne by the various classes and descriptions of 
traffic. The resolution assumes that wrongs may exist and directs the 
Commission to investigate and, if wrongs are found, to correct them. 
That the task is so large as to seem almost impossible of accomplish- 
ment serves only to emphasize the importance of the resolution and 
the necessity of making effective its purpose. 

There has been of late a too general tendency to predicate rates 
an mileage. In a country so vast as ours where commodities must 
move thousands of miles and where distances from different produc- 
ing fields to common markets vary widely, it is not in the public 
interest to accept distance as the all-controlling factor. A distance 
scheme of rate making will encourage production in some portions of 
the country and discourage or prohibit it in others. The flexibility 
of rail rates has contributed largely to the general prosperity of the 
country. The Congressional admonition to the Commission to “give 
due regard to... a natural and proper development of the country 
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as a whole’’ should be construed as intended to foster the develop- 
ment of industry in all parts of the country along competitive lines, 
and as repudiating the suggestion that every rate should be based 
strictly on distance. Rates are to be made, not on theoretical basis, 
but to move traffic. It may not be presumed that Congress intended 
that the resolution should operate to destroy or to seriously impair 
competition whicn is the life of trade and which the Congress has so 
jealously guarded in all its legislative work. 

The declared ‘‘true policy in rate making” is that the conditions 
which “at any given time” prevail in any industry, shall be considered 
‘‘in so far as it is legally possible,” in making rates on the products of 
that industry. Standing alone this provision would seem to require 
that if at any time any industry were depressed and its products not 
moving freely, rates on those products should be made as low as 
avoidance of confiscatory rates would permit. But this provision can- 
not be considered as standing alone because to do that would ignore 
or destroy the provision in the second paragraph that due regard shall 
be given to the general and comparative market values “as indicated 
over a reasonable period of years,’ and also the provisions in the 
second and third paragraphs that the rates prescribed must be 
“compatible with the maintenance of adequate transportation 
services.”’ P 

It is neither practicable nor desirable that transportation rates 
should rise and fall with each increase or recession in the demand for 
any given commodity. A recession in demand for one commodity and 
an increased demand for an analogous or competitive commodity may 
occur simultaneously. The demand for a commodity may recede 
sharply or cease, simply because its use has become obsolete. An 
increased demand for a given commodity in a particular locainy may 
be contemporaneous with a falling off in the demand for that com- 
modity in a neighboring locality. New and modern products create 
new competition, or intensify existing competition, with articles that 
have in the past been free, or relativel free, from that competition. 

_ Nothing is more certain than that in the commercial and indus- 
trial struggle the fittest will survive unless held down by arbitrary 
and artificial handicaps. It may not be presumed that the Congress 
intended that rate regulation should be used for such handicapping 
purposes. The entire industry must be considered for a period of 
years in order to determine whether or not its prosperity or lack of 
prosperity is due to unreasonableness or undue preference or prejudice 
in freight rates. That period of years should include a reasonable 
number of years during which conditions have been normal and rea- 
sonably stable. 

It must be assumed that what the Congress seeks is those proper 
relationships between rates on the products of the several industries— 
considered in a broad generic sense—that will bring to indust gen- 
erally the largest proper opportunities so far as transportation charges 
are concerned that will be free from unjust discrimination and undue 
preference or prejudice, and that will provide ‘“‘maintenance’ of an 
adequate system of transportation.’ It did not intend that any in- 
dustry shall, because it is in a depressed condition, have rates that 
are unduly preferential, non-compensatory or unduly low. It did not 
intend that any carrier shall, because it needs the money, charge 
rates that are unreasonably high or that work undue discrimination, 
— or prejudice as between commodities, producers or lo- 
calities. 

The real difficulty lies, not in understanding the principles laid 
down, but in applying them in a practical way. The task is so great 
that, whatever means may be devised by the Commission for ac- 
complishing it, years will be required to complete it. In our opinion 
the mere application of the principles of the resolution to cases now 
pending would fall far short of making effective the purpose of Con- 
gress. On the other hand, the resolution shows clearly that it was 
not the purpose of Congress that decision of pending cases should be 
materially delayed awaiting the outcome of the general investigation. 
It is our conviction that under the terms of the resolution the Com- 
mission is required to proceed with this investigation in much the 
same manner as it has heretofore proceeded with comprehensive in- 
vestigations. It will be noted that the resolution presupposes an 
extended investigation during which the Commission shall from time 
to time, and as expeditiously as possible, make such decisions and 
orders ‘‘as it may find to be necessary or appropriate upon the record 
then made.” 

Inasmuch as two comprehensive investigations regarding class 
rates are now pending before the Commission it would seem not 
illogical to first develop the facts with respect to the class rate 
structure of the country. However, a fair interpretation of the reso- 
lution in the light of the surrounding circumstances and conditions 
with which Congress is presumed to be familiar and under the well 
recognized canons of construction, confirms our conviction that the 
transportation rates on commodities moving in large volume were 
predominantly in the minds of the legislators and that the Congress 
contemplated inquiry with respect to those rates with the greatest 
expedition reasonably possible under the circumstances. The rates 
on occasional shipments of less than carload traffic and on the major 
volume of carload class traffic, while of great importance to shippers, 
carriers and consumers, are of less concern from the national] stand- 
point than are the rates on agricultural products, coal, ore, building 
materials, and other heavy loading raw commodities constituting the 
bulk of carload freight and ordinarily moving under commodity rates. 
But as the maintenance of an adequate system of transportation must 
be kept in mind the Commission must beable to find that the carriers 
may properly be required to stand reductions in revenue caused by 
reduction in rates or must find rates that may properly be increased 
to compensate in whole or in part for the reductions. In any event, 
whatever may be the detail of procedure it is apparent that the letter 
and spirit of the resolution can be satisfied only by proceeding with 
the investigation upon which the Commission has entered. 


Pleas in Coal Cases 


The Wheeling and Lake Erie Railroad Company, in a sep- 
arate answer to the petition for further hearing filed on behalf 
of the southern interveners, in No. 15007, Pittsburgh Coal Pro- 
ducers’ Assoc., et al., vs. Ashland Coal & Iron Railway Co. et 
al., and related cases, says the Commission should deny the 
petition for further hearing for the following reasons: 


1. The so-called Hoch-Smith resolution does not require the 
Commission to consider evidence as to the conditions prevailing in 
an industry where prior to the passage of this resolution such evi- 
dence would have been held by the Commission to be inadmissible 
as irrelevant. This clearly appears from the guarded language of the 
resolution as shown in the first paragraph thereof declaring it ‘‘to 
be the true policy in rate making to be pursued by the Interstate 
Commerce Commission in adjusting freight rates, that the conditions 
which at any given time prevail in our several industries should be 
considered in so far as it is legally possible to do so, to the end 
that commodities may freely move.” It is submitted that the 
phrase “in so far as it is legally possible to do so” was clearly in- 
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ARBOR 


Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 
unloading facilities, copious warehousing, and 
convenient rail connections. 


You will find that it measures up fully to the 
standards of the greatest world ports. 


Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 


velous possibilities of any region in the United 
States. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 
second largest port in the United States. 


Nothing can be more obvious than the advisa- 


bility of getting a foothold in this wonderful 
commercial center now, 


Write us for “‘The Port of Los Angeles’’ 
a booklet full of valuable facts 


City of Los Angeles 
“Port of the Pacific Southwest” — 





Board of Harbor Commissioners 
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““Save the difference’’ 


- 





Take Advantage of the 
Additional Fifty Miles 
of Water Rates 


If your point of production is the Pacific 
Coast, ship to The Port of Houston via 
the Panama Canal. 





If your point of production is the BKastern 
Coast, ship coastwise to The Port of 
Houston. 


If you are located in the interior, combi- 
nation rail and water rates to THE PORT 
OF HOUSTON will save you money and 
your merchandise will move more rapidly 
into and out of Houston. 








We speak now of those whose merchan- 
dise is distributed ultimately to the con- 
sumers of the Empire of the Southwest. 
Seventeen railroads with splendid pack- 
age car schedules serve THE PORT OF 
HOUSTON. 





An enormous rate advantage prevails 
from Houston to Texas Common Points 
and to certain points in Louisiana, Okla- 
homa, Arkansas, Arizona, New Mexico 
and Colorado. 


For full information write for 


“PORT HOUSTON” 
and 
“Houston Freight Rate Book Number 1” 


Address 


THE DIRECTOR OF THE PORT 


5th Floor, Courthouse Houston, Texas 
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serted for the purpose of preserving to the Commission the right 
which it has always exercised of declaring irrelevant evidence having 
no definite relation to transportation matters, and to prevent the 
overturning of the many rulings of the Commission and the courts 
upon this subject. This class of evidence has heretofore been uni- 
formly excluded by the Commission for the reasons so well stated 
in the following language at sheet 30 of the proposed report of 
Assistant Chief Examiner Charles F, Gerry and Examiner C, I. Kep- 
hart in the above entitled proceedings: ; 

“The primary function of this Commission is to deal with trans- 
portation matters. By a recent resolution of Congress the Commis- 
sion is directed to consider, when making rates, the conditions that 
at the time prevail in the particular industry concerned, to the end 
that commodities may freely move. But that is different from and 
has no connection with the proposition of equalizing the economic 
advantages and disadvantages of rival shippers, such as are freely 
disclosed of record. This, as the Commission has found many times 
before, it legally cannot do. Repeated reference is made to union 
operation of the northern mines and non-union operation of those 
farther south, which is said to result in higher costs of production in 
the former. Seldom, if ever, are details of the production of com- 
modities matters to which consideration can be given in rate cases.” 

. But even if any such evidence relating to the condition of 
the industry, but not related to questions of transportation (for ex- 
ample, evidence as to costs of production), may lawfully be consid- 
ered by the Commission, it is submitted that the record already 
contains sufficient evidence of this character to enable the Commis- 
sion to comply with the directions contained in the Hoch-Smith 
resolution without the taking of further testimony. While certain of 
this evidence which was admitted subject to final ruling by the Com- 
mission may not have been considered in the preparation of the 
proposed report, because held by the Commission to be inadmissi- 
ble, it will necessarily be brought again to the attention of the Com- 
mission as a result of the exceptions to the proposed report which 
will, doubtless, be filed by a number of the parties to the above 
entitled proceedings and can be given consideration by the Com- 
mission at that time under a reversal of its previous rulings as to 
the admissibility of any of the excluded evidence, should the Com- 
mission deem it proper to change its original ruling in this respect. 
Although there is probably no limit to the cumulative evidence 
which the southern interveners could bring forward as to the condi- 
tions prevailing in the industry, yet the testimony given by numerous 
witnesses on their behalf is certainly sufficient to present their view- 
point upon this question. 

3. The direct result of introducing further evidence of the char- 
acter referred to in the petition will be to nullify the express pur- 
pose of the Hoch-Smith resolution, namely, the free movement of 
commodities. The introduction of such evidence, cross-examination 
of witnesses, and the introduction of rebuttal testimony will con- 
sume a considerable amount of time, in spite of the fact that the 
opening of the 1925 lake season is almost at hand. The Commis- 
sion may readily take judicial notice of the fact that so long as the 
final decision in the above entitled proceedings is delayed, shippers 
in the districts where reductions in rates may be anticipated will 
withhold the shipping of lake cargo coal, while shippers in the dis- 
tricts where advances may be anticipated will use every effort to 
expedite the shipments of lake cargo coal. Such a condition is the 
very opposite of the condition sought to be brought about under the 
resolution; and a compliance with the spirit of the resolution, it is 
submitted, requires the final disposition of the above entitled pro- 
ceedings with the least possible delay. 


In the same cases, the Pennsylvania, the Monongahela, and 
the Pittsburgh, Chartiers and Youghiogheny, have filed an 
answer requesting the Commission to deny the petition of the 
interveners and the prayer of the Northern West Virginia Coal 
Operators’ Association for further hearing. These defen- 
dants say: 


The Commission now _has before it: full and sufficient facts upon 
which to properly and lawfully determine all matters and issues 
herein involved, and any further delay in these cases will be inimical 
to the best interests of the country as a whole, the shippers and 
consumers of the coal moving upon the rates under consideration 
and the carriers transporting the said coal. 

In a cross petition and reply to interveners’ petition for 
further hearing under the Hoch-Smith resolution in No, 15007, 
Sub-No. 1, Pittsburgh Vein Operators’ Association et al. vs. A. 
C. & I. et al., the complainants say that the resolution does 
not require the granting of a further hearing, since it does 
not change the rules as to the admissibility of evidence. 

“The interveners’ petition appears to rest on the assump- 
tion that evidence which they offered or might have offered 
at the original hearing, and which at that time was not or would 
not have been admissible, has now become admissible by reason 
of the congressional declaration of rate-making policy contained 
in the resolution,” the complainants say. “With this theory of 
the purpose and effect of the resolution we take direct and 
emphatic issue. It does not in the slightest degree liberalize 
the rules of evidence applicable to this subject. This is plain 
from the employment by Congress of the phrase ‘in so far as 
it is legally possible to do so.’ This limitation effectively ex- 
cludes the conception of an alteration or enlargement of the 
kinds of evidence to be received and considered.” 

Referring to the second paragraph of the resolution as to 
the Commission giving due regard, among other factors, to mar- 
ket value, etc., the complainants say no one will contend that 
any of the matters referred to were inadmissible in evidence 
prior to the adoption of the resolution. 

“All of them—market values, proper development of the 
country, and the maintenance of an adequate transportation 
plant—have always been admissible and have been fully dis- 
closed of record in all cases of importance,” the complainants 
say, adding that they submit that the resolution furnishes no 
occasion whatsoever for the taking of further evidence in any 
case. 

It is further contended by complainants that the resolution 
does not authorize the granting of a further hearing, since the 
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record as already made is complete and sufficient with regarg 
to its requirements, contending that the record as made cop. 
tains abundant evidence of the kind to which the resolution 
requires the Commission to give weight. They further contend 
that interveners’ petition is defective in that it fails to state 
the general nature of the facts tendered to supply the allege 
deficiency in the record as made. If the Commission should 
find that the record is not adequate under the resolution, the 
complainants say they desire a further hearing not later than 
April 20 for the sole purpose of receiving relevant and materia] 
evidence with respect to conditions in the coal industry with. 
out change in the dates for exceptions, replies and oral argu. 
ment. 

The New York Central and the Pittsburgh & Lake Erie 
have requested the Commission to deny the petition of the inter. 
veners and the prayer of the Northern West Virginia Coal Op. 
erators’ Association for further hearing in No. 15007 and related 
cases. 





N. I. T. L. MEETING CALLED 


A call went out from the Chicago headquarters of the Na- 
tional Industrial Traffic League, April 3, for a meeting of the 
League at Indianapolis, Ind., April 29 and 30. 


K. C. 8. CHANGES APPROVED 


The Commission has authorized the Kansas City Southern to 
abandon that part of its existing terminal tracks in the city of 
Independence, Mo., and to construct and operate new terminal 
tracks in that city. The application was dismissed as to all 
other matters. The carrier applied for authority to retire its 
freight and passenger depot building in Independence, to rear- 
range its tracks at the eastern terminus of its line in that city 
and to discontinue passenger and regular freight service upon 
that part of its system in Jackson county, Mo., known as the Air 
line and the Sugar Creek line. The city of Independence pro- 
tested against the granting of the applfcation. There was no 
protest against the proposed rearrangement of tracks in Inde- 
pendence. The Commission held that the proposed partial dis- 
continuance of service was not abandonment within the meaning 
of the term as used in paragraph (18) of section 1 of the act, and 
that it was, therefore, without jurisdiction under that section to 
authorize such partial discontinuance of service. It further held 
that it had no jurisdiction over the proposed retirement of the 
applicant’s freight and passenger depot in Independence. 

The Kansas City Southern said that the application did not 
involve the lessening of adequate freight service to Sugar Creek 
and Independence; that the retirement of its Independence depot 
would result in making Independence a prepay station on its line 
and that this would probably decrease or destroy all of its less- 
than-carload freight business at that point; and that the retire- 
ment of the station would do away with the expense of maintain- 
ing a regular agent there. Some person at Independence will be 
designated by the carrier, however, to issue bills of lading after 
the removal of the station, according to the report. 


ABANDONMENT AUTHORIZED 


The Commission has issued a certificate authorizing the 
receiver of the Detroit, Bay City & Western Railroad Cmopany 
to abandon operation, as to interstate and foreign commerce, 
of the railroad of that company in Bay, Tuscola, Sanilac and 
St. Clair counties, Michigan. The line extends from Bay 
City to Port Huron, a distance of approximately 98 miles. It 
was represented that the line had been operated at an out- 
of-pocket loss for the last five years and that because of un- 
favorable location it was impossible to obtain sufficient traffic 
to sustain the line. The applicant said motor cars had taken 
away nearly all the passenger traffic before passenger service 
was discontinued last June. All service was suspended tem- 
porarily January 17 by order of the court. Protestants objected 
to abandonment, but the Commission said the record did not 
establish that the traffic and revenues could be increased. The 
Commission said large expenditures would be required to make 
the line safe for operation and that no funds were available 
for such purpose. 


ABANDONMENT APPLICATION 

The Choctaw, Oklahoma and Gulf Railroad Company has ap- 
plied for authority to abandon its line from Watonga to Home- 
stead, Okla., a distance of approximately 21 miles. The applicant 
said the line was substantially parallel to the Rock Island line 
between Watonga and Homestead, and that the Rock Island, 
which had leased the applicant’s line, proposed to connect its 
line so that it would serve the territory between Watonga and 
Homestead. 


MID-WEST BOARD TO MEET 


The Mid-West Regional Advisory Board will hold its next 
meeting at the La Salle Hotel, Chicago, April 15. It is expected 


that about 500 railroad men and shippers will attend the meet- 
ing. 
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ort Houston’s Shipside Warehouse 





—e ° from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or 
raying. 


Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars 
per annum. : 


Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper 
handling of your shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 


ATLANTA 


\The Most Centrally Located Distributing Center in the Southeastern States 
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THE CANDLER WAREHOUSES 








Forty acres of re-inforced concrete fireproof warehouses, automatically sprinklered, lowest insurance rates, 
possessing every modern facility for receiving, storing, distributing and forwarding Merchandise. Two 
and one-half miles track facilities, connecting with eight trunk line railways. 


POOL CAR DISTRIBUTION 


WE INVITE STORAGE OF ALL KINDS OF GENERAL MERCHANDISE 


SOUTHEASTERN COMPRESS & WAREHOUSE COMPANY, “surbinc” Atlanta, Georgia 


Member American Warehousemen’s Association 
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Industrial Traffic Departments 


Twelfth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


The larger packing establishments are equipped with highly 
developed and well manned traffic departments. Such organiza- 
tions are necessary because of a number of special traffic prob- 
lems inherent in the packing business. Many of the great food 
packing concerns own their own private cars or operate private 
car lines. These companies often operate refrigerator cars and 
other special equipment. Refrigeration arrangements must be 
made with the carriers or with refrigerator lines and elaborate 
traffic organizations are necessary to supervise that part of the 
business. A number of special services, including peddler car 
service, reconsignment, diversion, storage, and switching must 
be arranged for and supervised by the packing traffic organiza- 
tions. 

The huge size of some of the-larger packing establishments 
that makes such elaborate traffic organizations necessary is not 
generally appreciated. One of the leading Chicago packing cor- 
porations maintains eighteen separate plants in different sec- 


concerns is its size. More than a hundred employes are required 
in the headquarters of the department. This number does not 
include the managers and staffs of the branch traffic offices, nor 
the men who are engaged in intra-plant transportation, cartage, 
shipping, receiving, and warehousing services. If all these men 
were added to those employed in the central office, a force of 
several hundred men, engaged in traffic and transportation work, 
would be the result, 

The employes in the central plant traffic office include almost 
every type of traffic specialization to be found anywhere. Rate 
men, special service men, trace clerks, expeditors, tariff men, 
billing clerks, cost clerks, perishable traffic specialists, claim in- 
vestigators, and clerks, auditors, private car experts, routing 
clerks, and passenger traffic men are all represented in the or- 
ganization. 

Another feature of this typical packing house traffic depart- 
ment organization, in addition to its great size, is the fact that 
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tions of the country. 
hundred and fifty cars of meat is shipped every day. The other 
plants’ shipments swell this to a total of five hundred cars a 
day. In addition to this huge amount of outbound tonnage, a 
large inbound tonnage of live stock moves into the plants. The 
Packington district of Chicago, alone, receives a daily average 


From one plant alone an average of one 


of more than 1,000 cars of live stock. Each packing establish- 
ment receives, in addition to the live stock shipments, large 
amounts of supplies and accessories used in the manufacturing 
processes. A representative Chicago plant receives fifty cars of 
coal daily in addition to large shipments of hundreds of other 
commodities, similar in character to those received by the larger 
manufacturing plants in other lines of business. So great is 
the volume of traffic in the Chicago Stock Yards District, that 
three hundred miles of railroad tracks, five hundred acres of 
railroad yards, thirteen thousand stock pens, and twenty-five 
miles of paved highways for motor and horse-drawn vehicles are 
required to accommodate the traffic. 

The responsibility of the traffic manager of a packing house 
is, therefore, great and his task one of the most exacting in the 
field of industrial and commercial traffic management. Raw 
materials and supplies, in the quantities indicated, must be 
drawn from virtually every part of the United States and dis- 
tributed by railroad, highway, express, and water transportation 
facilities among the distributing agencies that are located in 
every state of the United States and states in the many foreign 
countries where American foodstuffs are consumed. 

A distinguishing feature of the traffic department that has 
been selected as typical of the traffic departments of packing 


departments of the establishment handling functions closely 
allied to transportation, including those attending to cartage, 
intraplant transportation, including insurance, warehousing, and 
telephone and telegraphic communication, are connected with 
the traffic department by a close interlocking arrangement. A 
motor truck transportation supervisor in the traffic department 
connects that department with the cartage department, while a 
storage service man and a communications man in the traffic de- 
partment maintain liaison between the warehousing and com- 
munications departments and the traffic department. The gen- 
eral traffic manager of a department of the size required to 
attend to traffic problems of such an industry must, naturally, 
distribute the work of the department among a large number of 
subordinates. These men are grouped into a number of sub- 
departments, each of which is supervised by a bureau chief. 
Directly subordinate to the general traffic manager are a num- 
ber of district traffic managers, in charge of all traffic matters 
within their respective districts. Each of these district offices 
is a miniature traffic department, varying in size with the im- 
portance of the district and the volume of tonnage handled. 
Local traffic matters are disposed of by the district organiza- 
tions, but the procedure and politics of the organization as a 
whole are determined by the general traffic manager. 

A commerce attorney, with a staff of statisticians and 
exhibit clerks, prepares and presents cases and complaints that 
involve traffic and transportation matters before the courts and 
the state and federal regulatory commissions. The rate and 


service information is often prepared in rough or semi-finished 
form by other bureaus of the traffic department, but the final 
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Trucking — Distributing 
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LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


UNION 
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“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tue. 


DETROIT 


JACKSONVILLE, FLA. 


WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Great Lakes Warehouse Corp. 
HAMMOND, INDIANA 
DISTRIBUTION and WAREHOUSING 
FOR THE GREAT CALUMET DISTRICT 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 


BUILDS BETTER BUSINESS 





MERCANTILE WAREHOUSING AND DISTRIBUTING 






Serving New York 
and Pennsyloania F rom the Hi ub 
Elmira is the natural distributing center for these two mate 
oer States which have enengoneety great buying- a 
by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


rv C. Rice Storage Corp’ n, ELMIRA, N. Y. 





























Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 


facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 





S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 


524 Eighth SQ. DETROIT 
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DENVER, COLORADO cain 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and wotnbipetaes 
New York Central Siding Free Switchir ng: Sy ol Car 
Distribution Negotiable hed call se Re sue 

Amer ¢ 
Members: < Centrz eet ‘ : b 
( henesic rerebel C hain of W: arehouses 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 
Receipts Issued. The Weicker Transfer & Storage Company. 





1,500,000 SQUARE FEET 


OF 


Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
““At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the 
heart of Chicago. Ground floor 
space for lease in large or small 
blocks to desirable tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 
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Two New Trucks 














4- Wheel Brakes 


‘The General Motors Truck Company now has on display at its distribu- 
tion centers throughout the country two entirely new truck chassis. 
These new models are designed to meet the swifter pace of modern 
business and the safety necessitated by ever-increasing street traffic. 


It will pay you to step in and inspect these new models today. If you 
cannot, write for descriptive literature immediately. 


The General Motors Truck Company builds trucks 
and tractor trucks from 1 to 15 tons capacity. 


See these New Models now on Display 


At GMC Distribution Centers 


Akron *Cleveland *Fort Worth *Minneapolis Portland an Amaeaie 
*Atlanta Cincinnati Hartford *Milwaukee Parkersburg hreve 
*Albany Clarksburg Houston *Montreal, |, Quebec *Pontiac Sioux ow 

Baltimore *Columbus *Indianapolis *Newark Rochester cuse 
*Birmingham *Dallas *Jacksonville New Orleans *St. Louis eeme 
*Brooklyn *Denver Kansas City *New York *St. Paul Toledo 

Boston Detroit *Los Angeles Oshawa, Ont. *San Francisco Toronto, Ont. 

Buffalo *Dayton *Louisville *Oakland *Seattle Tulsa 

Beaumont El Paso Lincoln Omaha a ~*Spokan - Vancouver, B. C. 
*Chicago Erie London, Eng. *Philadelphia = Lake City Washington 
*Charlotte *Fort Wayne *Memphis Pittsburgh naw Wilmington 

*Direct Factory Branches. Dealers in most cumin Winnipeg, Man. 


GENERAL MOTORS TRUCK COMPANY—PONTIAC, MICHIGAN 


Division of General Motors Corporation 
In the Dominion of Canada—General Motors Truck Company of Canada, Limited, Oshawa, Ontario 


General Motors 
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| products of General Motors 


Both have new and more powerful engines with higher governed speed 
—full pressure engine lubrication — three point suspension 
with rubber cushioned insulation to reduce vibration and 
shock and insure longer life. 


Both have mechanical 4-wheel service brakes and rugged emergency 
brakes. Simple in design and positive in action. Provide safe 
operation and complete control in all traffic. 


Both have complete electric starting, lighting and ignition systems— 
standard equipment. Greater comfort for the driver with 
ample leg-room, easy steering and handy shift lever. 


Both have new type rear axle with pressed steel banjo housing. Differ- 
ential accessible through removal of rear plate only. 


Both have greater strength and sturdier construction than other trucks 
of like capacities—without excess weight. Both represent 
years of experience in motor truck building. 






4-Wheel Brakes 


CMG 


G) (@) 


TRUCKS 
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exhibits and evidence are prepared by the exhibit clerks and 
statisticians in the legal bureau under the direct supervision of 
the commerce attorney. i 

An assistant general traffic manager, with full authority as 
deputy traffic manager, assists the general traffic manager in the 
supervision of the various sub-departments or bureaus and rep- 
resents the general traffic manager in the absence of the latter. 
The office manager arranges for the supply of stenographers ang 
typists used in the department and supervises, in general, all 
departmental correspondence of a routine nature. He attends to 
the employment of clerical workers for the department and is 
responsible for the work of his staff of stenographers, typists, 
messengers, file clerks,.and other clerical workers. 

A rate board, supervised by a chief of rate board, attends 
to the publication and compilation of a freight tariff that is 
prepared and issued by the department, supervises the quotation 
of rates, oversees the preparation of rate statistical data, su- 
perintends the revision and auditing of freight charges, super- 
vises the classification, routing, rating, and billing of all out- 
bound freight, and maintains the departmental tariff files. The 
rate board includes, in its personnel, tariff compilers, freight 
bill revisers, classification clerks, routing clerks, rate quotation 
clerks, voucher audit clerks, billing clerks, and tariff file clerks, 
each with definitely defined duties. 

Traffic service functions are supervised by a transportation 


THE TRAFFIC WORLD 





Vol. XXXV, No. 14 


attorney for the entering of suits against the carriers or com- 
plaints before state regulatory commissions or the Interstate 
Commerce Commission. 

The company’s private cars are managed by a private car 
bureau. The personnel of this bureau consists of a bureau 
chief, a car accountant, a car distributor, car record clerks, and 
loading supervisors, all of whom perform, in connection with the 
cars of the company, virtually the same duties as are performed 
by men with similar titles and designations in the employ of 
the carriers in connection with the railroad’s care. 

Export shipments of finished products and importations of 
raw materials are handled, in so far as railroad and ocean trans- 
portation services are involved, by a foreign traffic department 
or bureau, supervised by a chief with a staff of export order 
clerks and import clerks attending to the details in connection 
with railroad and ocean transportation service. 

A passenger service bureau or desk arranges for passenger 
bookings, routings, and reservations on both rail and water lines 
and audits the vouchers that are issued in payment for passen- 
ger transportation services, whether drawn in favor of trans- 
portation lines or of employes to compensate them for their 
traveling expenses. 

The organization chart, shown herewith (Figure No. 1), 
illustrates graphically an extraordinarily complete industrial 
traffic department of the highest type—one that is equipped and 


District Traffic Mamger 


Snipper 
and 
Receiver 


Rate 
Clerk 






laim 
Clerk 






Over-short 
and 
Damage Clerk 






Tariff 
Clerk 


Figure 


service bureau, under the direction of a bureau chief. In this 
division, arrangements are made for the marketing of the prod- 
ucts at points along various railroad divisions through the use 
of peddler cars, reconsignments and diversions are arranged for, 
transit arrangements are made with the carriers, delayed ship- 
ments are traced and expedited, railroad switching services are 
obtained, cars are ordered for outbound traffic, demurrage state- 
ments are checked against the car records of the carriers and 
of the company, and the weights of outbound shipments are 
recorded and checked against the billing, as well as against the 
purchase orders. 


The cartage of goods to and from the railroad and steam- 
ship freight stations is performed by the cartage department, as 
previously stated, but the arrangements for having the service 
performed for the traffic department are made by a motor trans- 
port supervisor. Each of these duties is performed by an em- 
ploye or group of employes with appropriate designations. 


The refrigeration services, including the purchase of ice, 
the arrangement for the manufacture of ice by the company 
itself, the provisions for icing service, the reconsignment of 
iced cars, and the icing inspection, are supervised by a chief of 
the icing bureau who is assisted by reconsignment clerks, serv- 


ice clerks, a buyer, and a head inspector, with a staff of inspec- 
tors. 


A claim bureau, with a chief of bureau, loss and damage 
claim clerks, overcharge clerks and inspectors, prepares and 
collects all overcharge, loss, and damage claims against the 
carriers and seeks to eliminate the causes of claims by inspec- 
tions of shipments and prescribing methods of safe shipment. 
This work includes the custody of all claim papers and files 
until the uncollected claims are turned over to the commerce 
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manned to render efficient and effective service in connection 
with all the traffic and transportation problems confronting the 
industry. 

District Traffic Departments 

Nearly all the large packing houses maintain branch traffic 
offices at the cities where they have district distribution offices 
or plants. At these points the meats and canned goods are 
received—usually in carload lots from the headquarters plant— 
or local meats, that are dressed and packed at the local abat- 
toirs, are forwarded in carload or in less carload lots by rail- 
road or steamship lines, or by express or by local motor truck 
transportation lines to the retail dealers within the local distri- 
bution areas. The traffic and transportation work incident to 
these services require that a force of rate clerks, tracers and 
expeditors, claim clerks, tariff-men, demurrage and car service 
clerks, warehouse-men, checkers, shippers, receivers, and local 
transportation men be retained in each district. 

The size of the force needed in each district varies greatly. 
The larger branch offices have personnels that compare in num- 
bers with the average general traffic department, while much 
smaller organizations are found in the smaller branches that 
serve relatively small districts and handle less inbound and out- 
bound freight. 

The typical branch traffic department organization, shown 
in Figure No. 2, is representative of many such district agencies. 
In the larger branches, each desk is manned by one or several 
men, while in the smaller organizations one man may attend to 
several allied tasks in connection with local transportation and 
traffic matters. Only local rate and service matters are attended 


to in most branch organizations, the general work and many of 
the intricate features of traffic and transportation problems being 
attended to by the general traffic office staff. 
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7 Q) Guide for Shippers 


WHO WANT THE BEST 


Traffic Maps, Express Rates, 
Parcel Post Rates, Complete 
Shipping Information for 
Express, Freight and Parcel 


Post Shipments. 


A REAL ROUTING GUIDE 
Delivered to you on five day approval — Costs yeu nothing te investigate 
REPRESENTATIVES WANTED EVERYWHERE 


International Guide Publishing Co., Inc. 
805-807 Phoenix Building MINNEAPOLIS, MINN. 
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4 FROM PHILADELPHIA EVERY WEDNESDAY 

4 FROM HOUSTON... reed .EVERY TUESDAY 
F Low Rates Quick Dispatch Thru Package Cars 
| GENERAL OFFICES: 
, 321 Commercial Trust Bldg., PHILADELPHIA, PA. 
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ROCHESTER, N. Y. 





GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°<s***" 
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W. R. ALEXANDER 
SAVANNAH, GEORGIA 
1407-11 Savannah Bank & Trust Bldg. 


A. L. COTTON 
ATLANTA, GEORGIA 
101 Marietta Street Bldg. 


TRAFFIC 
SERVICE 


We wish to announce 
the inauguration of an 


Export, Import, Freight, Brokerage 


and Forwarding department 
Inquiries Solicited. 


Thos. E. Grady & Co., Ine. 


THOS. E. GRADY, President 
SAVANNAH, GEORGIA 


B. M. GRADY A. C. SPIRES 


MIAMI, FLORIDA 
44 Southwest First Street 


WEST PALM BEACH, FLORIDA 
Commercial & Savings Bank Bidg. 





A WAREHOUSE STOCK within the territory served. sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE (0, 


228-36 WEST FOURTH STREET 








Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Railroad Could Deal With Indorsee of Bilis of Lading as Absolute 

Owner of Syrup, and Notice to It was Sufficient: 

(Supreme Court of Louisiana.) Where shipper of syrup in- 
dorsed bills of lading therefor to consignee, legal title thereto 
was vested in indorsee, and railroad could deal with it, and no 
one else as absolute owner, and hence there was no occasion to 
notify shipper that syrup had not been removed.—Aleman Plant- 
ing & Mfg. Co. vs. Hines, Director-General of Railroads, 102 Sou. 
Rep., 815. 

Ordinary Rules of Agency Are Inapplicable, Where Principal Im 
vests Agent With All Indicia of Ownership: 

Ordinary rules of agency have no application, where prin- 
cipal invests agent with all indicia of ownership, and persons 
dealing in good faith with agent may treat him as absolute 
owner.— Ibid. 

Mandate; Fraud of Agent to Principal Cannot Affect Third Per- 
sons Having no Connection With Agent as to Perpetration 

of Fraud: a 

Fraud of agent cannot alter legal effect of his knowledge 
with respect to his principal in regard to third person, who had 
no connection whatever with such agent in relation to perpetra- 
tion of fraud, and no knowledge that it had been perpetrated.— 
Ibid. 

Finding for Plaintiff for Syrup Lost by Leakage in Transit Not 

Sustained: 

Where it was admitted that loss in quantity of syrup had 
not occurred in transit, finding of loss on that theory cannot be 
sustained.—Ibid. 


BILLS OF LADING 


Petition for Rehearing Filed Year and a Half After Original, 
Hearing Raising, Jurisdictional Question for First Time, 
Held Properly Denied: , 

(Supreme Court of Tennessee.) Petition to rehear, made 
year and a half after first hearing and decision adverse to peti- 
tioner, wherein jurisdiction of court and regularity of proceed- 
ings was first questioned, held properly denied.—Tennessee Egg 
Company vs. Monroe, 268 S. W. Rep. 372. 


Transferee of Straight Bill of Lading Covering Shipment Held 
Entitled to Intervene in Attachment Proceedings by Creditor 
of Consignor: 

Transferee of straight bill of lading covering shipment of 
poultry, wherein consignor was named consignee, who had paid 
draft accompanying such bill of lading, held entitled to intervene 
in attachment proceedings by creditor of consignor and assert 
whatever claim he might have to such shipment.—Ibid. 
Consignor Using “Order Bill” of Lading Surrenders Control of 

Goods, and Person Acquiring Bill Takes Title: 

Under federal Bill of Lading Act (U. S. Comp. St. Sec. 
8604aaa-8604w) consignor using “order bill” loses control over 
goods, and person acquiring bill obtains good title as against 
owner, his vendee, or creditors.—Ibid. 

Consignor Using “Straight Bill” of Lading Retains Control of 
Goods, Which Also Remain Subject to Levy or Attachment 
of His Creditors: 

Under federal Bill of Lading Act (U. S. Comp. St., Sec. 
8604aaa-8604w) consignor using “straight bill” retains control of 
goods, can reclaim them, convey them to third party, or stop 
them in transitu, and goods so shipped are liable to levy or at- 
tachment at instance of consignor’s creditors, except as provided 
in section 32.—Ibid. 

Transferee of Straight Bill of Lading Held Not Entitled to Ship- 
ment or Proceeds Thereof as Against Attaching Creditor of 
Consignor: 

Under federal Bill of Lading Act, Sec. 2, 3, 6, 8, 23, 27 to 32, 
inclusive, and 39 (U. S. Comp. St., Sec. 8604aaa-8604b, 8604cc, 
8604dd, 86041, 8604n-8604pp, and 8604t), particularly section 32, 
declaring that transferee of straight bill of lading acquires title 
to goods shipped as against transferor, and on notifying carrier 
becomes direct obligee of whatever obligations it owed trans- 
feror immediately before notification, transferee of straight bill 
of lading, wherein consignor was also named consignee, who had 
not notified carrier of such transfer before attachment of ship- 
ment by a creditor of consignor, held not entitled to shipment 
or its proceeds as against creditor, notwithstanding its payment 
of accompanying draft on acquisition of bill of lading.—Ibid. 
Collecting Bank Liable for Surrender of Bill of Lading Without 

Payment of Draft Attacied: 

(Circuit Court of Appeals, Fifth Circuit.) A bank which re- 
ceives for collection a draft for the price of goods shipped, with 
bill of lading attached, to be delivered on payment of the draft, 
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which without authority from the drawer surrenders the bill of 
lading without collecting the draft, is liable for the amount, and 
it is no defense that a partnership relation existed between ship- 
per and drawee. —Tampico Banking Company, S. A., vs. Barber 
3 Fed. Rep. (2nd), 136. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

Prayer Which Assumed Fact that Freight Had Not Been Paid 
Properly Refused: 

(Court of Appeals of Maryland.) It was not error to refuse 
prayer that, after delivery of coal to terminal coal exchange by 
terminal carrier, plaintiff was entitled to recover freight, even 
though it was not received by defendant and terminal carrier did 
not collect freight due; it assuming as fact that freight due had 
not been paid——Monongahela Ry. Co. vs. Read, 127 A. Rep. 739, 
Interstate Carrier Cannot Waive Tariff Provision Requiring Pre- 

payment of Freight and Substitute Terminal Carrier’s 

Arrangement for Collection Thereof: 

Carrier engaged in interstate commerce could not, in view 
of Interstate Commerce Act, Sec. 6, subsec. 7 (U. S. Comp. St. 
Sec. 8669), waive terms of published tariff requiring prepayment 
of freight and agree that terminal carrier, as its agent, appro- 
priate and apply money collected by it in liquidation of freight 
charges due by other persons to payment of freight for which 
original consignee became initially liable and to substitute un- 
dertaking of terminal carrier so to make collections and apply 
them to consignee’s obligation.—Ibid. 

Carrier Was Not Required to Notify Original Consignee of Dis- 
continuance of Practice of Collecting Freigct at Pier: 
Where, if there was agreement by interstate carrier to col- 

lect freight at pier, it was void under Interstate Commerce Act 

as contravening terms of published tariff, carrier was not re- 
quired to notify original consignee of discontinuance of practice 
of collecting freight in such manner.—Ibid. 

Carrier Was Under no Obligation to Notify Original Consignee of 
Delivery of Coal, in View of Latter’s Surrender of Rights 
Thereto to Terminal Coal Exchange: 

Where original consignee of interstate shipment of coal had 
surrendered all rights to it to terminal coal exchange, carrier 
was under no obligation to notify original consignee of delivery 
of coal.—Ibid. 

Reasonableness of Storage Charge Is Not Question for Courts; 
Quantum Being Fixed by Railroad Commission: 

(Supreme Court of Louisiana.) Reasonableness of charge 
for storage by railroad is not question for courts; quantum of 
charge having been fixed by tariff established by Railroad Com- 
mission.—Aleman Planting Mfg. Co. vs. Hines, D. G. of R. Rs., 
102 Sou. Rep. 815. 

Property of Foreign Railroad Company Not Operating Railroad 
in State Not Immune from Attachment in Action by Resi- 
dent Against It as Initial Carrier: 

(Supreme Court of Minnesota.) The property of a foreign 
railroad company operating no line of railroad in this state is not 
immune to attachment of its property used in interstate com- 
merce, where the plaintiff is a resident of this state and the 
cause of action against such company is for damages on account 
of delay in the transportation into this state of a carload of 
apples, received for shipment by said railroad company as the 
asenge ‘icra is vs. Pere Marquette Ry. Co., 202 N. W. 

ep. 56. 

Summons Cannot Be Served on Agent Soliciting Freight for For- 
eign Company Maintaining no Road Within State: “freight 
agent”: 

Freight soliciting agent of foreign railroad company operat- 
ing no road within state is not “freight agent” on whom service 
of summons may be made under Gen. St. 1913, section 7736; sec- 
tion 7735, subd. 3, authoriizng such service, being void.—lIbid. 
Rules Presumed to Have Been Filed With Interstate Commerce 

— and to Have Been Published as Required by 

aw: 

(Appellate Court of Indiana, Division No. 2.) In carrier’s 
action to recover demurrage, rules authorizing carriers to charge 
for storage in absence of evidence to contrary would be pre- 
sumed to have been filed with Interstate Commerce Commission 
and to have been published as required by law.—Davis, Director 
General of Railroads, vs. Steele, 146 N. E. Rep. 425. 

Demurrage Rules Extending Free Time for Weather Conditions, 
Inapplicable Where Delay Caused by Consignee’s Inability to 
Receive Shipment: 

Carrier’s demurrage rules, providing that when condition of 
weather made it impossible to unload cars without serious injury 
to freight free time should be extended, was inapplicable to delay 





April 4, 1925 


il ‘ 
a 


STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 


MAY WE SERVE YOU ? 


Metropolitan Warehouse Company 


operated in conjunction with 


CALIFORNIA TRUCK COMPANY 
P. O. Box 570, Arcade Station 


LOS ANGELES 


THE DISTRIBUTING CENTER 
of the 


PACIFIC SOUTHWEST 


INDIANAPOLIS, IND. 





Indianapolis, Ind. 





Merchandise Storage and Distribution 
£ Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 











TRIPP WAREHOUSE COMPANY 


THE TRAFFIC WORLD 885 


A Modern 
Cold Storage Plant 
at Savannah, Ga. 


> Al HAVE just opened a complete cold 

| storsge warehouse, with a capacity 

of 150,000 cubic feet, providing every 

modern facility for handling perishable 
products to and from all Southern points. 


Located in Savannah, Ga., it has five railroads 
serving the entire South and four coastwise 
steamship lines reaching all Atlantic Seaboard 


ports. Storage in transit privileges over all Rail- 
road lines. 


Intelligent, dependable service —non-discrimina- 
tory rates. 


Write for Warehouse Tariff 


CHAPIN-SACKS CORPORATION 
Cold Storage Department 
SAVANNAH, GA. 





NEW ORLEANS, LA. 


NEW ORLEANS 
















In the heart of the 
Commercial District 


at New Orleans we have a distrib- 
uting depot for package freight, 
operated for the particular serv- 
ice of the traffic manager by a 
specialized organization that 
will handle orders as 
promptly and efficiently 
as your own ship- 
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in unloading car of oil for use on street, because consignee, who 

had no storage facilities, could not, under his contract, place oil 

on streets while it was raining or while streets were not in fit 
condition due to rain.—Ibid. 

Appellate Court Not Required to Pass on Question as to Which 
no Claim Made: 

In carrier’s action to recover demurrage, reasonableness of: 
time allowed for loading and unloading cars, and charge made 
for detaining them beyond that time, was not required to be 
passed on by Appellate Court, where no claim was made in brief 
that either time or charge was unreasonable.—Ibid. 

— Held Insufficient to Excuse Delay in Unloading Car of 

il: 

In carrier’s action to recover demurrage for delay in unload- 
ing car of oil, evidence held insufficient to excuse delay of ap- 
proximately a month under rule extending time for bad weather. 
—Ibid. 

Statute Requiring Public Utility to Obtain Consent of Public 
Utilities Commission Before Changing Rate, Etc., Held Valid: 
(Supreme Court of Kansas.) The provision of the statute 

requiring a public utility to obtain the consent of the Public 

Utilities Commission before changing any rate, rule, regulation, 

or practice, is a valid exercise of legislative power.—State ex rel. 

Public Utilities Commission et al. vs. Missouri, K. & T. R. Co. 

et al., 232 Pac. Rep. 1038. 

Transferee of Public Utility Franchise, Etc., Takes Subject to 
Obligations to Public Inhering Therein: 

In the transfer of the franchise, easements, and property of 
a utility from one corporation to another, the transferee takes 
them subject to obligations to the public which inhere in the 
franchise granted.—Ibid. 

Transmission of Telegraphic Messages From One State to An- 
other or Passing Part of Way Through Another States, Is 
“Interstate Commerce”: 

The transmission of telegraphic messages, which pass from 
one state to another or which, in passing between two points 
within a state, pass a part of the way through another state, is 
“interstate commerce” and such business is free from state 
control.—Ibid. 

Mandamus Not Granted to Restore Service by Telegraph Com- 
pany Which Would Be Discontinued on Application to Public 
Utilities Commission; Costs of Proceedings for Mandamus 
to Be Adjudged Against Utilities Discontinuing Service With- 
out Consent of Public Utilities Commission: 

A railway and telegraph company which had been furnishing 
telegraphic service to the public at a station, discontinued the 
service without the consent of the Public Utilities Commission. 
Application was promptly made to the Commission to restore 
the service, and, upon a full hearing before the Commission on 
the merits of the application, an order of restoration was made. 
In a mandamus proceeding to enforce the order, it was shown 
that the intrastate business at the station did not warrant the 
furnishing of telegraphic service there and that if an application 
to the Commission had been made fora suspension of the service 
it must have been granted. Held that the restoration of the 
service will not be compelled by mandamus, although the con- 
sent of the Commission for the discontinuence of the service 
was not first obtained, but, under the circumstances, the costs 
of the prgceeding should be adjudged against the defaultiag util- 







CHICAGO CLAIM CONFERENCE 


That the reduction in freight claims in the last five yéars, 
oth by prevention of loss and damage and by adjustment after 
damage or loss had occurred, was due in a large measure to 
the spirit of co-operation between the claim representatives 
of the shippers and the carriers was the statement of H. E. 
Byram, former president and now one of the receivers of the 
C. M. & St. P., speaking at the opening of the second annual 
joint meeting of the Chicago Shippers’ Conference and the 
Chicago Claim Conference at the Hotel Sherman, Chicago, 
April 2. 

Mr. Byram gave a brief history of his experience with 
claims; going back to the time when they were considered one 
of the most important, but one of the most annoying, problems 
of transportation. He said they were no longer annoying, 
since, by means of getting shippers and carriers together, the 
former source of so much friction had been eliminated and 
claims were, therefore, settled in much swifter fashion. He 
spoke briefly of the regional advisory boards, saying that they 
had accomplished more in settling differences between shippers 
and railroads in the year they had been functioning than had 
been done in any ten years previously. 

Speaking of the salvage value of damaged goods, H. C. 
Kramer, T. M., the Wolff Manufacturing Company, said the 
important matter with regard to salvage was as to who should 
be the judge. He said that, many times, the shippers had to 
agree to have a certain value deducted from the settlement of 
their claims in order to get them settled, even though the com- 
modity had no salvage value. 

With regard to the necessity of furnishing invoice on parts 
lost or damaged, W. J. M. Lahl, T. M., the American Seating 





Vol. XXXV, No. 14 


Company, said he could not see that it was necessary to fur- 
nish more than a general invoice. He said it was his belief 
that the carrier should consider who the claimant was and 
that the carrier was in position almost to know which of its 
shippers were reliable and fair. In the discussion following 
Mr. Lahl’s presentation of the topic, it was brought out that, 
from the railroad point of view, the furnishing of invoices for 
parts was necessary, due to the fact that the man who handled 
the claims for the roads could not be depended on to judge 
between an unreliable and reliable shipper. 

Speaking of concealed loss and damage, H. D. Pixley, T. M., 
for Carson, Pirie, Scott and Company, gave a short history of 
what had been done to arrive at some uniform means of set- 
tling damages and loss of this sort. He said a committee of 
the N. I. T. L. and railroad claim agents had evolved rules 
that included a set of questions to be answered by shippers 
when making claims for concealed loss. One rule that had been 
made and at which a great many shippers continued to balk, 
he said, was the “15 day rule,” which provides that a claim 
for concealed loss and damage was outlawed after fifteen 
days. He said he did not believe a strict interpretation of that 
rule ought to be followed and that, after fifteen days, if there 
was a case of concealed loss and damage, it ought to be handled 
on its merits. 

Following Mr. Pixley, F. L. Johnson, assistant freight claim 
agent, the C. & N. W., said that, for the most part, he was in- 
clined to agree with Mr. Pixley, but that there were instances 
where the railroads had to depend on the rule to protect them- 
selves. He gave figures to show that the proportion of con- 
cealed loss and damage to total loss and damage had declined 
from 2.10 per cent in 1914 to one per cent in 1924. 

J. A. Brough, of Crane Company, speaking of the correct 
measure of legal liability and the method of arriving at it, 
brought out the point that, in the case of a broker handling 
goods, his loss was greater than the factory loss, since it meant 
that sales were lost to him. C. H. Dietrich, freight claim agent 
of the C. M. & St. P., said it was a hard problem to decide in 
all cases just what the measure of the loss was, but he be- 
lieved that the man who paid the freight charges should be 
recompensed for what he was out of pocket—for the whole 
of his loss; that is, if he lost a sale on which he would have 
had a commission, that commission was due him in addition 
to the value of the commodity at the factory. 

J. D. Collier treated the notations of exceptions on destina- 
tion bills in case of shortage in shipment and made a plea 
that more care be taken in writing out the exceptions in full 
with the full signature of the local agent. B. A. Little, freight 
claim agent of the C. & N. W., said a plan had been adopted 
whereby his road required the stamping of ail exceptions with 
a uniform stamp, but, he said, the agent was authorized only 
to write that the receiver claimed that a certain shortage was 
in evidence. 

E. F. Lacey, assistant secretary, the N. I. T. L., spoke briefly 
in place of George A. Blair, G. T. M., Wilson and Company, who 
could not be present, on the different forms of papers necessary 
in making applications for damage or loss. 

With regard to claims for shortage from cars loaded by 
shippers, Roy W. Campbell spoke of the seal on the car door 
being a poor protection and gave illustrations of the way cars 
might be broken into and loss occur even though the shipper 
had loaded and counted correctly. In such cases, of course, he 
said, the shipper could make no successful claim, for the roads 
generally declined them. j 

J. H. Shields, freight claim agent of the Burlington and 
one of the chairmen of the meeting, replied to Mr. Campbell 
that the seal was not looked on as a protection, but as a 
means of checking shipments. He said that, for protection, 
the roads depended on their train crews and terminal police. 

C. T. Bradford, manager of the traffic department, the 
International Harvester Company, the other chairman of the 
meeting, and who made the address of welcome, injected a 
new problem into the discussion in the matter of “tolerance 
weight,” or the difference of one per cent allowed for dis- 
crepancies between different scales, and also the one per cent 
allowed for moisture in coal. 

Murray N. Billings, T. M., the Illinois Steel Company, and 
member of the committee that formed the national weighing 
agreement, discussed the problem of “tolerance” and said he 
had always thought it had no place in freight claims and that 
shippers should not stand for having any amount of value for 
weight deducted from the claims when settled. 


INTERLOCKING DIRECTORATE, ETC. 


J. E. Gorman, director and president of the Chicago, Rock 
Island & Pacific and subgidiaries, has applied to the Commis- 
sion for authority to hold the position of director of the St. 
Louis Southwestern. He explained in his application that the 
Rock Island had recently acquired $13,348,000 of the preferred 
and $1,578,800 of the common stock of the St. Louis South- 
western, out of a total of $19,893,650 of preferred and $16,356,100 
of common stock. He said it was not proposed at this time to 
consolidate the properties. 
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* WILLIAMS 


Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Chicago, 


mi. 
39 South St. Bldg. Oliver Bldg. 431 So. Dearborn St. 
And at our Branch Offices at ports of call, etc. 








pac IFICG 
(jy {ABFA 


Lr LIN 
DIRECT FREIGHT SERVICE 


7 Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 


GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of la 
Zealand, Dutch 


issued from Gulf Ports te Hawaii, Australia, New 
Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porte 
Rico, West Indies, Central America, South America, Eurepe. 
Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New ne La. 


Steele Bldg. SWAYNE & HOYT, Inc. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. Now York York city 



















New York—California 


Fastest Service by Sea 
1 5 days Passenger and Freight 


Itinerary: New York — Havana — Panama Canal— 
Balboa —San Diego (Westbound) — Los Angeles — San 
Francisco. 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 

Proposed Sailing Dates 
Westbound from New York 


S.S. Mongolia Apr. 16 
S.S. Finland, Apr. 30 
S.S. Manchuria, May 21 


Eastbound from San FranciscoLos Angeles 


++ iiuwsieasto, 4 = Apr. 2 
-S- Mongolia. ay ayl 
S.S. Finland, May23 May 25 


~ Ss 


end NY 


re” 


PANAMA Paciric Ling 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C 1 Broadway, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 327 So. La Salle St. Boston, 84 State Street 
Philadelphia, Bourse Bldg. Baltimore, Chamber of Commerce Bldg. 


Rochester, Ellwenge: & Barry Bldg. West Coast Agents, Pacific Steamship Co. 


UT beyond the world of hundrum lies a land 
where romance lingers. A realm of rosy 
mountain tops where cluttered desks and 

household cares are soon forgotten; where children 
scamper through happy days and grow robust in 
the delightful mountain climate. 


Take a Burlington train to Denver—gateway to all of Colorado’s 
great vacationland. Visit Rocky Mountain National- Estes Park, 
Colorado Springs or any of a hundred fascinating wonder spots. 


Two weeks is ample time. Special Summer Tourist 
fares to Denver, Colorado Springs and Pueblo, $41.00. 


Burlington, the route of Greatest Comfort, provides a service 
that anticipates your every travel wish. Thousands choose the 
Burlington for its superb opipment te - hospitality and thoughtful 
attention to all things, big and small, tha e yourtrip enjoyable. 


Reservations, Information, Illustrated Booklets 
[Burling ag P. S. EUSTIS, Pass. Traffic Manager 


547 West Jackson Boulevard 
Chicago, Illinois 
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SUBSIDY FOR E. AND D. RAILROAD 


The Trafic World Ottawa Bureau 


Claiming that a new outlet from the Peace River country to 
the Pacific Coast would involve an outlay of $15,000,000, an ex- 
penditure that could not be justified, and that the revenue from 
such a road would not cover the fixed charges, the management 
of the Edmonton and Dunvegan Railroad has made a proposition 
to the government that it believes will solve the difficulties con- 
nected with transportation in the Peace Riveri district. The 
Edmonton and Dunvegan is under the management of the Cana- 
dian Pacific Railway, and the proposal is, therefore, looked on 
as coming from that corporation. 

It is claimed that the present line sufficiently serves the ter- 
ritory in question, save from the handicap resulting from the 
necessity of hauling east and then west, with a resultant increase 
in freight charges. The Edmonton and Dunvegan company sug- 
gests that it receivé an annual subsidy of $180,000, in considera- 
tion for which the grain rates to the Pacific Coast would be re- 
duced so as to overcome the disadvantages of the longer haul. 
It is pointed out that this amount would be small in comparison 
with the fixed charges on the proposed new line, and that both 
the Canadian Pacific and Canadian National would share in the 
traffic originating along the Edmonton and Dunvegan. 

No action will be taken until the report from Sir Henry 
Thornton and President Beatty on the broad aspect of the ques- 
tion is presented. It is reported, however, that the engineers of 
the two systems agree that the expenditure necessary for a new 


line of railway through the Rockies cannot be justified on eco- 
nomic grounds. 


RAIL TONNAGE OFF 


The Traffic World Ottawa Bureau 


Sir Henry Drayton, criticizing the budget statement brought 
down in Parliament, said the purchasing power in home mar- 
kets was disappearing and added that there were startling de- 
clines in railway tonnage in 1924. While he admitted that the 
decrease of 2,300,000 tons in wheat carried was probably due 
to the smaller crop, he said other declines were unusual. Fig- 
ures given by him showed declines as follows: Apples, 38,161 
tons; eggs, 9,752 tons; hides and leather, 17,922 tons; iron ore, 
443403 tons; pig iron and bloom, 275,547 tons; rails and 
fastenings, 50,757 tons; bar and sheet iron, structural iron and 
pipe, 639,105 tons; castings, machinery and boilers, 144,858 
tons; coke, 266,326 tons; raw cotton, 32,488 tons; cement, 49,308 
tons; brick and stone, 135,686 tons; lime and plaster, 62,023 
tons; agricultural implements, 58,458 tons; household goods, 
38,743 tons; furniture, 4,008 tons; other manufactures and 
miscellaneous, 844,887 tons; merchandise, 327,538 tons; lumber, 
shooks, staves and headings, 835,465 tons; and other forest 
products, 111,240 tons. 

‘He was critical of the method of financing the Canadian 
National for the year. His criticism was with reference to 
that part of the budget speech by James Robb in which he 
said the provision had been made, as in previous years, that 
loans to the roads might be by way of cash or by guaranty 
of securities for any or all of the requirements. He said, in 
part: 


Cash loans, provided that the full amount is required, will total 
$18,027,000. The difference between that amount and the total asked 
has been covered by bond issues, carrying the guaranty of the min- 
ister of finance: $20,000,000 three year 4 per cent notes; and $26,000,- 
000 thirty year 4% per cent bonds. There was also an issue of 
$9,375,000 4% per cent serial equipment trust bonds sold. The 
money is being applied to the purchase of new equipment which 
was pledged as security for the bonds. The governments guaranty 


was not required. 

Sir Henry Drayton said it was learned from figures given 
by the Minister of Railways that there was an increase in the 
capital debt of the railways of $118,000,000, and yet the House 
was asked to regard indorsement by the government as a 
matter resulting in no obligation to the country. He said he 
thought it was necessary for a reasonable man to go no further 
than to point out that the company itself admitted an increase 
in the current year of $118,000,000, and since the country owned, 


financed, and was responsible for the road, the debt was cer- 
tainly the country’s debt. 


BOARD ORDERS LOWER RATE 


The Board of Railway Commissioners for Canada has 
ordered reinstated a rate of 40 cents a ton on iron sulphur 
concentrate moving via the Boston & Maine from Eustis to 
Lennoxville, Quebec, on complaint of the Eustis Mining Com- 
pany directed against the present rate of 60 cents. Although 
the complaint sought a rate of 25 cents, the board said it could 
not see its way clear to allowing that rate, inasmuch as the 
costs of transportation were higher than in 1915, when the low 
rate was in effect. 

With regard to the 60-cent rate put in by the railroad, the 
board said the fact that no objection was made at the time it was 
first published was not an argument in favor of it. Furthermore, 





Vol. XXXV, No. 14 


it was stated, the road had not borne the burden of proof 
with regard to the 60-cent rate and, therefore, it should be 
disallowed. The board commented on the point that, in argu- 
ing for the lower rate, the applicant, laying stress on the low 
value of his product, was showing a new point of view. The 
board said there was a time not so long ago when any sug- 
gestion that a rate should be based on value was objected to 
as being in the nature of a plea of extortion, since it meant a 
plea for the assessment of what the traffic would bear. 


CANADIAN CAR LOADING 


Car loadings for the week ended March 21 showed increases 
over the previous week in grain, live stock, coal, merchandise, 
and miscellaneous freight, and decreases in all forest products, 
The total was heavier by 877 cars. Compared with the corre- 
sponding week last year there was a decrease of 5,648 cars, 
gains being made in merchandise and ore, but all other com- 
modities being lighter. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


7-—For the Week Ended—, 
Mar. 21, Mar. 14, Mar. 22, 
































Commodity 1925 1925 1924 
Grain and Grain Products..... LT mee 2,295 2,369 
DUE BGO Ranc csconcecsactenonne cccecccececce§ 1,080 1,089 1,164 
BINED cisstocecicces oduckuwusnedeeunsdees ES oe 829 1,723 4,525 
NE © civre Wi eke: se then sian cee eecsrameret nciexorntee 221 334 192 
DE civccanednceeeere eee eee 66een een osee “2eee 2,493 3,200 
er ra eee soweececns —anee 4,103 4,513 
yw eB errr ree coese »922 2,067 2,012 
Other Forest Products... ..cccccccses otece sere 1,923 1,721 
Ee oa aas hess asc n sins aes ore wadioaicwmmaens 752 737 651 
Mere, Be Cl. De siinscs cccwccccecceees 11,423 11,371 11,238 
NT CC ee ere e 9,334 8,991 10,532 

Petal Care LORGCE...o.o0.ccccesccesieves 36,539 37,126 42,117 

Total Cars Rec’d from Connections.. 31,331 33,381 35,921 

WESTERN CANADA 
Grain and Grain Products.........ee.eee0 4,734 4,137 5,096 
SSR Ee soecccceces 1,208 985 1,230 
5 ORS EE SE Sa Re EERE I a -- 1,900 1,471 1,521 
MN eo ors ota ears acrobat core cree emisins Wracarclaveeveuce 31 16 
MINN. cra qitialal die aio: toe newer e Rewade ears oreo 724 746 912 
ee re 266 460 580 
ao! eo! eee seeelow 176 12 
Other Forest Froducts.....ccccceccce esoce 4,860 1,904 1,972 
WIN soci -ais ane ianccia acolo wana) 6: a1n:0iere srerensision-ngis eeein 540 56 
Dhoreremee, Fs. Cy Bese ciccdsvccscvcces ee 3,705 3,408 3,340 
SID oni oi vireo wala. sraree-aainarbaioreaiens 2,148 1,894 1,998 
TOtsl Care DOaGeG:. «<.. cccvsevcscccwss e 17,312 15,848 17,382 
Total Cars Rec’d from Connections... 2,334 2,545 2,677 


TOTAL FOR CANADA 

















Reh eeeseneeeeeee 6,943 6,432 7,46 
Live Stoek.....¢00 OR cocceccos SESS 2,074 2394 
IE Sion cinco cierescvw ste pearn sais sie ses tleniien one »729 ,194 6,046 
SS ra btarinraiariie adie ae aie keen ae Gane ain eases 252 494 
IN 3 a5, o.g: Since 0:0 Sore/oceraalevatala ck tacara ecient 3,033 3,239 4,112 
OS SRR ees ecccecce 4,050 4,563 5,093 
a. ee eB. er re cece 2,098 2,187 2,195 
Other Forest Products... ...cceccccece ee 63,556 3,827 3,693 
3 eee ya eo ese cccccccccceeccccccceccceces 1,292 1,300 1,135 
Deere: Ee Ge Ean vies ncicscassvcccees 15,128 14,779 14,578 
ee ae eee eee e 48 10,885 12,530 
TOtGs Cate EOGROG ..cincsccecccvicccacec 53,851 527974 59,499 
Total Cars Rec’d from Connections... 33,665 35,926 38,598 
CUMULATIVE TOTALS 
192 
Grain and Grain Products...............- 17.435 98.010 
aaa renee RCS anette t apace 26,853 383 
MEE ciahana gia w'eivcie- 5) ntinig-oinsa ix viaiwe es /e:Vlaroblars neice 66,155 58,152 
NO a diac edit iss k Snail coind ore s.a)¢ aise nataseicwen 3,863 3, 
NEED aid <4 Sha oighelo oii 0iw G0 CGieie ae eeu tweets 33,903 38,343 
n,n wanaleie 48,898 47,345 
BN NID ois 55g io '5'%4 0:50: 0'c. 0-0 cco hoeeees 25,510 26,140 
Other Forest Products.......--+-----... : 39,739 37,683 
ONG s0s0us paidie walsisisie sienna seid selnecowele peninek 13,963 10,932 
MEER CHMIOe,. Es, OD. Eais.e deccdciewmewnceisicecce 165,150 149,858 
Be Ee ane 117,696 123,347 
Total Cars Loaded.............ee0eee: 619,166 618,377 
Total Cars Rec’d from Connections... 398,728 417,036 





CANADIAN OPERATING STATISTICS 


Operating results for February, issued by the Canadian Na- 
tional Railways, show that, while there was a decrease in gross 
earnings of $1,298,746, or 7.3 per cent, the operating expenses 
were reduced by $2,097,241, or 11.7 per cent, with the result 
that the net earnings were $611,724, as compared with a deficit 
of $187,041 in the corresponding month of 1924, an improvement 
in net earnings of $798,765. 

The figures giving the results of the operations for the first 
two months of 1925 show that, although there was a falling off 
in gross receipts of $2,910,499, or 8.1 per cent, operating ex- 
penses were reduced by $3,532,649, or 9.9 per cent, with the 
result that the net earnings for January and February, 1925, 
amounted to $884,526, as compared with $262,376 for the cor- 
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EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 





S.S. MUNAIRES 


New York April 10 
Sailings every two weeks thereaiter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 








Pee eC Covers COO Ho & © 





Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 


Chicago, St. Louis, Pittsburgh, Baltimore, 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 















United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA eg 
Kingston rtagena 


Puerto Colombia 
Santa Marta 


Port Antonio 
Jamaica Outports 


CANAL ZONE __COSTA,RICA 
Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 


Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


Oe I os var oen cow esobeun New York, N. Y. 
321 St. Charles Street ............... New Orleans, La. 
EAE: Boston, Mass. 
Marquette Building...................... Chicago, IIl. 
Huff Shipping Agency........... San Francisco, Calif. 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


TS et oe eee eo 








hee oe 6 eR? Oe 


Ceeoreeecoeoeoooeaorees 


Through bills of lading issued for transshipment at San Francisco 
to Hawaiian Islands, China, Japan and the Far East 


EASTBOUND SAILINGS 















FRANCISCO LOS ANGELES 
SANTA OLIVIA.......... April 9 April 11 
4... * April 9 April 11 
SANTA ROSA........... April 23 April 25 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CORINTO sails from San Francisco April 14 
S.S. CITY OF PANAMA aails from San Francisco April 23 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 608 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 


ALSO OFFICES IN 


Te: Hoge Bldg. Wilmington,Del., Marine Terminal 
Baltimore.........Equitable Bldg. Norfolk, Southgate Fwd. & Stge.Co. 
Pittsburgh, 410 State Theatre Bldg. Chicago........ 142 So. Clark 8t. 
Philadelphia..... 240 Bourse Bldg. Cincinnati......... Gwynne Bidg. 


























Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


MOBILE PENSACOLA GULFPORT 


HAVRE and ANTWERP 
U.S.S.B. S.S. CLAVARACK, sailing from Pensacola April 


14; sailing from Gulfport April 17; sailing from 
Mobile April 22. 


LONDON 
U.S.S.B. S.S. EFFINGHAM, sailing from Gulfport May 1; 
sailing from Pensacola May 4; sailing from Mobile 
May 9. 
LIVERPOOL and MANCHESTER 
U.S.S.B. S.S. AFOUNDRIA, sailing from Pensacola April 
28; sailing from Gulfport April 30; sailing from 
Mobile May 5. 
BREMEN and HAMBURG 
U.S.S.B. S.S. COAHOMA COUNTY, sailing from Mobile 
April 30; sailing from Pensacola May 4. 
ROTTERDAM 


U.S.S.B S.S. WEST HARDAWAY, sailing from Pensacola 
May 8; sailing from Mobile May 14. 






Mobile Oceanic Line 


Operated for 


United States Shipping Board 


by Waterman S. S. Corp., Managing Operators 
Mobile, Ala. 
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responding period last year. The increase in net earnings for 
the first two months of this year is, therefore, $622,150, or 
237.1 per cent, as compared with the first two months of 1924. 
Gross earnings, operating expenses and net earnings for Feb- 
ruary and for the two months in both years were as follows: 


H'ebruary—Gross, $16,486,042, as compared with $17,784,518 in 1924, , 
being a decrease of $1, 298, 476, representing a percentage of 7.3. 

Operating expenses, $15,8 4,318, as compared with $17,971, oe in 
1924, representing a decrease = $2, (097, 241, or a percentagé of 11.7. 


Net, $611,724, as compared with a deficit of $187,041 in 1924, repre- 
—— an improvement of $798,765. 


In two months—Gross, $33,202, 510, as compared with $36,113,499 
in 1924, being a decrease of $2 910, 499, or 8.1 per cent. 


Operating expenses, $32, 317, 984, as compared with $35,850,633, 
being a decrease of $3,532,649, or 9. 9 per cent, 


Net, $884,526, compared with $262,876, being an improvement of 
$622, 150, or 237. 1 per cent. 


EXPLAINS LOW RATING 


Decrying the habit of laying the blame for all the ills of 
Canadian business at the door of transportation costs, Richard 
W. Long, general freight agent of the Canadian National, in 
an address at Montreal said statistics showed that, if Cana- 
dian roads had been allowed to charge, in 1923, an average 
rate per ton per mile representing an increase over the 1913 
level of rates equivalent to the increase of commodity prices 
in 1923 over 1913, the roads would have earned in excess of 
approximately sixty million dollars over their actual freight 
revenue in gross freight receipts. He pointed out that 75 per 
cent of the traffic of the roads was the raw product of the 
field, the forest, and mine, and that, because the country was 
in a state of development, it was necessary to accord this 
class of traffic the lowest level in rate making. 


DECIDE AGAINST SERVICE 


After an investigation by an officer of the company covering 
several months, the Canadian Government Merchant Marine has 
decided that South America, Central America and Mexico do 
not promise enough business at present to warrant placing a 
regular steamship service out of Vancouver. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific for the week ended 
March 21 were $2,910,000, a decrease from last year of $491,000. 
Earnings of the Canadian National for the same period were 
$4,187,874, a decrease of $483,324. 


GRAIN AT VANCOUVER 


Official returns for the seven months ended with February 
show that the total number of cars of grain unloaded at Van- 
couver was 13,985. Of these, 10,789 are credited to the Canadian 
Pacific and 3,196 to the Canadian National. In the period 21,- 
360,000 bushels of grain were received at the Vancouver ter- 
minal elevators. 


CANADIAN SURCHARGE 


The rate exchange, April 1 to 14 is one-sixteenth of 
one per cent premium. There is no surcharge on international 
freight or passenger business. 


CANADIAN NATIONAL INVESTMENT 


Figures showing the large investment Canada has made in 
the Canadian National in a few years were given in Parlia- 
ment by H. H. Stevens, of Vancouver. He said that loans up 
to March 31, 1924, amounted to $607,000,000 and that $694,000,000 
had been advanced by indirect loans. The total of $1,300,000,000, 
he said, did no include unguaranteed advances by the public. 
If operating deficit and interest were included, the figure, he 
said, would be $1,800,000,000. He said that, because it was diffi- 
cult to get at the truth, he was not asking that the largest 
figure be accepted; but, since he had got the $1,300,000,000 
from the public accounts, there should be no doubt as to its 
accuracy. 


RATES ON CHEESE BOXES 
The Board of Railway Commissioners for Canada has by 
Order 36199, dated March 25, rescinded Order No. 26548, dated 


September 19, 1917, establishing rates on fibreboard cheese 
boxes in carloads. 


SHIPMENT OF GRAIN 


The percentage of grain to other commodities carried on 
Canadian railways in the last two years was as follows: 1923, 
grain, 59.37 per cent; 1924, 60.25 per cent. 


TO TAKE OVER VALLEY RAILROAD 
Applications continue to come to the government to take 
over railways from the different provinces_and add them to 
the Canadian National system. aur. Stowball) of New Bruns- 
wick, a supporter of the government, urged the government in 


the House that the Valley Railway, which cost the province 
of New Brunswick $7,111,977 for about 180 miles of road, should 
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be taken over by the Canadian National, which should assume 
the liability of the province of New Brunswick. He suggested 
that the sum of $1,834,000, bond guarantees of the province for 
other branch lines, should be paid the province and the bonds 
taken off its hands, and that the Caraquet and Gulf Shore Rail- 


way should be extended for a distance of 60 miles towards New- 
castle. 


RATES ON LIVESTOCK 


Continued hearing in the live stock cases, 15686, Ameri- 
can Live Stock Association against the Santa Fe et al., 16131, 
Healey and Company against the Santa Fe et al., and 16113, 
Oklahoma City Live Stock Exchange against the Santa Fe, in- 
volving rates between points in the west, southwest, and north- 
west on live stock, was begun at Chicago, March 30, before 
Examiner Disque and C. D. Bee, representing the state com- 
mission of Oklahoma. 

In statements by attorneys representing both parties to 
the hearing, preparatory to presenting the testimony, the 
order of the Commission with regard to the Hoch-Smith res- 
olution was referred to. Kenneth F. Burgess, counsel for the 
defendant carriers in general, said he wanted to know, in the 
light of the resolution, if the complainants had in mind any 
commodities that enjoyed a better adjustment of rates than 
live stock, or, rather, commodities whose rates were discrimi- 
natory as against live stock. He said he asked the question 
so that the carriers might be prepared to defend any allega- 
tion made by the complainants. 

S. H. Cowan, for complainants in the far west, said he was 
not prepared to answer the question as a representative of 
complainants, but, as a citizen, he would say that all general 
merchandise on the shelves of retail stores enjoyed a favorable 
level of rates and ought to be raised 100 per cent. 

John A. Hopkins, of the Agricultural College of Iowa, at 
Ames, was the first witness for the complainants. He entered 
statistics to show that corn feed was one of the most impor- 
tant factors in the cost of making fat cattle out of feeder 
cattle. He pointed out that there was a point of time in feed- 


ing, to go beyond which was to be in the position of paying ° 


more for feed than was profitable. He entered an exhibit cov- 
ering a number of years to show that the margin between the 
price paid for feeders and that received for fat cattle had not 
increased appreciably since 1913. He indicated that there was 
a fairly constant ratio between the two. 

A. M. Geary, attorney and representative of a number of 
cattlemen’s associations in the northwest, testified with relation 
to the condition of the cattlemen in that territory. He said 
cattlemen there were in a pitiful state, due to the great de- 
crease in the cattle produced yearly. He said there was also 
an unusual decline in the number of sheep. He said it cost 
more to produce cattle than the products brought in the market. 

A. Sykes, of Eider Grove, Ia., entered testimony tending to 
show that in his opinion Pottawotamie County, in Iowa, was 
the best area in which to produce fat cattle. Mr. Sykes’s tes- 
timony was to the point of showing that, even in the territory 
most favorable to fattening cattle, no profit had been made 
recenly. 

R. Nunnamker, of Gregory, South Dakota, who had just 
come to Chicago with a shipment of cattle, was put on the stand 
by Mr. Cowan, for the complainants. The witness made a gen- 
eral complaint with relation to railroad service, rates and 
market service. Mr. Cowan said he had to utilize such wit- 
nesses as he could find, because the cattlemen of the far west, 
who were the best witnesses, were too poor to come to Chicago 
for the hearing. 

J. P. Bowles, live stock commission man and member of the 
Chicago Livestock Exchange, said he knew from the numerous 
contacts he had with cattle raisers that they were in bad shape 
financially, and that many cattlemen were out of the business 
and had little hope of getting back in. He laid the cause at the 
door of general business conditions, which, in his opinion, were 
poor, the election boom having passed and true conditions hav- 
ing again asserted themselves. 

Attorney Burgess, for the carriers, said that other wit- 
nesses, in the light of the Hoch-Smith resolution, had said that 
such commodities as lignite coal in South Dakota and grain 
in Minnesota could stand increases in the freight rate so that 
live stock might have a decrease, and he wanted to know from 
Mr. Bowles what commodities he thought could stand an in- 
crease. The witness answered that, in general, manufactured 
products could stand increased rates. He also said he did 
not believe in the roads being forced to reduce rates to the 
point where they could no longer give adequate transportation 
srvice. He said the service had been good in the last year or 
two and he would like to see it continue. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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planation accom: A Time Saver for You 


Mapsare printedin In the New Twelfth Edition of 


full colors, and care- 
fully folded for con- 
seniencein reading. | The Atlas of Traffic Maps 
By Wayne E. Butterbaugh, Director 
of Education, Traffic Management De- 
partment, La Salle Extension Univers- 
tty. Assisted by Charles E. Wymond, 


Official Cartographer of the Central 
Freight Assoctation. 


Contains fifty-seven elaborately 
prepared maps covering the traffic 
field in the broadest possible 
manner. The maps are divided 
into four large groups :—General, 
Railroad Association, Rate Con- 


struction, and Railroad System. 


The text material and statistics 
substantiate the visual presenta- 
tion made by the maps. A care- 
fully prepared index makes quick 
reference a pleasure. This is a 
real simplifier of traffic problems 


POOL is AR DISTRIBUTION in addition to being a reference 


source for traffic information. 


STORAGE Ask for your five day free examination copy or a cir 
cular completely describing the Atlas from 


The La Salle University Press 


Merchants Southwest Fireproof Warehouse Company 4050 Michigan Ave. 
1 East Grand-Avenue Chicago, IIl. 


MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 







Capacity 80,000 Square Feet 


Free Switching From All Lines 





Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 





We Invite Storage of all Kinds of GENERAL MERCHANDISE 
ig POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 


Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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DOLLAR GETS “PRESIDENT” SHIPS 


The Traffic World Washington Bureau 


The Pacific Mail April 3 brought suit in the Supreme Court 
of the District of Columbia to enjoin the Shipping Board and 
Fleet Corporation from selling the five “President” ships to 
R. Stanley Dollar. It alleged, in effect, that the action of thes 
majority of the board, in accepting the Dollar bid, was in 
violation of the provisions of the merchant marine act. Justice 
Hitz issued a temporary restraining order against the board 
and Fleet Corporation and issued an order for them to show 
cause, on or before April 13, why the restraining order should 
not be made permanent. 

After four days of intensive consideration of the bids of 
the Pacific Mail and of R. Stanley Dollar and associates for 
the five “President” type combination passenger-cargo vessels 
operated by the Pacific Mail between San Francisco and the 
Orient, the Shipping Board, March 31, by a vote of 4 to 3, 
accepted without qualification the Dollar bid of $5,625,000. 

Chairman O’Connor and Commissioners Lissner, Hill and 
Haney voted for the Dollar bid, while Commissioners Benson, 
Plummer and Thompson voted to reject it. 

After the decision of the board was announced, Chairman 
O’Connor issued a statement in which he said the best he could 
get from the advice of'the officials of the Fleet Corporation, 
President Palmer and General Manager Cone, as given before 
the board, supported the recommendation of the ship sales 
committee in favor of the Dollar bid. When this statement 
was called to the attention of Mr. Palmer and Mr. Cone they 
said they desired it understood that they had made no recom- 
mendations to the board in connection with the Pacific Mail 
and Dollar bids and that they had expressed no opinion as to 
either bid. They were before the board March 30 in response 
to the board’s request for information as to the operating re- 
sults of the Pacific Mail fleet. 

Commissioners Benson and Thompson issued statements 
condemning the action of the majority of the board. Commis- 
sioner Lissner issued a statement commending the action of 
the majority. There was some talk to the effect that there 
might be a change made in the managing operator of the Ad- 
miral Oriental Line, the Dollar line that operates the five 
“President” type ships between Puget Sound ports and the 
Orient, because of the fact that the Dollar interests will now 
have the five ships out of San Francisco, as well as the seven 
“502” ships that Dollar bought several years ago from the 
board for his round-the-world service, and which call at Pacific 
ports. 

The sale of the five “President” type ships to Dollar is 
the largest single sale made by the board since Congress au- 
thorized it to sell the government vessels to private interests. 
The sale of the seven “502” ships to Dollar brought something 
less than $4,000,000. 

Chairman O’Connor’s statement, explaining his vote in fa- 
vor of the Dollar bid, follows: 


Congress has directed the United States Shipping Board to 
develop and maintain a merchant marine and has authorized and 
directed the board to sell ships to Americans who will keep the ships 
going. The ships in question were duly advertised. Two bids have 
a seomves. For these same ships the Board had asked $1,500,000 

er ship. 

The Stanley Dollar bid is clear cut. He offers to buy five vessels 
at $1,125,000 per ship; one-third in cash, the balance secured by first 
mortgage; with interest at 4%, per cent per annum, guaranty of opera- 
tion, and in all respects he legally binds himself to comply with the 
terms of sale imposed by the Board. 

The Pacific Mail bid is uncertain. They offer to organize a corpo- 
ration; to pay into the treasury of such corporation, $1,250,000, for the 
purchase of common stock; and that corporation for the five ships 
would then turn over to the Shipping Board the $1,250,000 in cash and 
all of the preferred shares of stock at par value of $5,500,000, and that 
if there be profits during the first three years beyond 4% per cent on 
preferred stock, and after 6 per cent dividends have been paid on the 
common stock held by the Pacific Mail Steamship Company, the 
balance would be used for the replacement of ships; and after the 
first three years, 50 per cent of such balance would be set aside as 
. ng fund and 50 per cent used for the redemption of preferred 
stock. 

If the board accepted the Pacific Mail Steamship Company’s bid, 
it would be in the — of a man who offered a race horse for 
sale to the highest bidder who would promise to keep the horse racing 
on the track. The Pacific Mail offers to buy the horse and pay the 
greater amount of the purchase price for him out of purses he might 
win on the track. If no purses are won then the horse will not be 
paid for, but will be returned to the Shipping Board in a run-down 
or crippled condition. 

The Dollar Company offers to buy the horse and pay for it out 
of its own pocket. The board’s ship sales committee has recom- 
mended the acceptance of the Dollar bid. The best that I can get 
from the advice of the officials of the Fleet Corporation, President 
Palmer and General Manager Cone, as given before the Board, sup- 
ports the recommendation of the committee. The shipping Board is 
attempting to get out of the business of operating ships as rapidly as 
possible, and this can be done only when the ships offered for sale 
give promise of making money. The Dollar proposition is in line with 
this policy. It is fair to the government in the permanent establish- 
ment of the American merchant marine. It pays a definite sum and 
guarantees continued operation for five years, and if they keep them 
going for five years, there is no reasonable question but that they 
will keep them going indefinitely. 


Commissioner Lissner said: 


The acceptance of the bid of R. Stanley Dollar and his associates. 
The Dollar Steamship Line, is the culmination of several months of 
negotiation with representatives of the Pacific Mail and the Dollar 
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interests, which finally resulted in an agreement between the ship 
sales committee of the board and the bidders on a set of terms and 
conditions under which it was understood bids were to be filed, 
leaving open only the matter of price so that easy comparison might 


be made of competitive bids without beclouding the issue by varying 
conditions. 


Notwithstanding this situation the Pacific Mail put in a bid 
which not alone disregarded the result of lengthy negotiations in 
which it had participated, but presented a proposal which the Board 
was advised by its general counsel it could not legally entertain and 
which, in the exercise of common business judgment, the board 
could not seriously consider. After the attitude of the board as to 
the Pacific Mail bid became known the attorneys for the Pacific Mail 
suggested a proposed ‘‘adaptation’’ of their first bid involving an 
entirely different proposition, but one hardly more attractive than its 
first proposal. It would have been unfair to Mr. Dollar to consider 


this latter proposal, even if the board were disposed to regard it 
favorably. 


On the other hand, the Dollar bid was made in the best of good 
faith and strictly in accordance with the agreed upon terms and con- 
ditions. It involves the payment of $5,625,000 for the five vessels, at least 
one-third in cash and the balance secured by first preferred mortgage 
running for twelve years, interest at 44% per cent, with provisions for 
annual amortization so that the security based on the depreciated 
value of the ships would always be ample. The buyer obligates him- 
self to maintain the service for a minimum period of five years. If he 
fails to give the agreed upon service he must give up possession and 
title to the ships and forfeit all amounts theretofore paid in. He 
gives a bond of $1,000,000, graduating to $400,000 for the fifth year, to 
guarantee the performance of the contract, which bond is only waived 
if he pays 50 per cent of the purchase price in cash. These drastic 
provisions amply protect the interests of the overnment. 


I feel that the country is to be congratulated in the consummation 
of this very important transaction for the purchase of government 
vessels on the guaranteed service plan. The Dollar interests are at 
the present time probably the largest private owners and operators of 
ships sailing under the American flag. They are recognized as ex- 
perienced and capable operators with ample financial resources, enter- 
prise, push and resoiuteness. They are now operating under the 
American flag, a round-the-world passenger service with bi-weekly 
sailings, with vessels purchased from the Shipping Board, which is 
the first globe girdling passenger service under any flag. This 
operation is being conducted most satisfactorily and is a source of 
national pride. While the contract calls for a minimum of ten round 
trips yearly, it is noteworthy that the Dollar Line is giving twenty- 
three round trips with the seven vessels involved in that transaction. 

The acceptance of the Dollar offer is in line with the spirit of the 
merchant marine act to transfer government vessels to private 
operation at as early a date as practicable and is in keeping with the 
principle of liberal sales policy adopted by the board. 


The deal is advantageous to the government from the financial 
standpoint and the national treasury will be better off to the extent 
of several million dollars through this sale in comparison with con- 
tinued government operation. 


If the price paid will permit of the making of profits, the main 
purpose of the merchant marine act of permanent maintenance of 
operation will have been facilitated because replacement of obso- 
lescent vessels must be made out of reserves set aside from earnings. 

It is a source of particular satisfaction that this service is under- 
taken by a strong company with extensive shipping interests. Ship- 
ping is an international business subject to keenest competition in 
which the stronger the operator the more chance there is of his 
survival. ; 

Only those consistently favoring continued government operation 
and as consistently opposing sales for guaranteed service can find 
fault with the transaction. On the other hand, it should be most 
encouraging to those who want to see the government’s shipping 
venture transferred to private operation at the earliest practicable 
date. 


Commissioner Thompson said: 


The sale of the five ships operating in the San Francisco-Orient 
service was opposed and voted against by me with Admiral Benson 
and Commissioner Plummer for the reasons:— 

(1) The price paid was only one-fourth of, or fifteen million 
dollars less than, the amount it would cost to build the vessels at 
this time and one-sixth of, or twenty-five million dollars less than, 
the original cost of the vessels. 

(2) Because the San Francisco-Orient Line is showing no money 
loss in operation, therefore not necessitating any sale at this time at 
sacrifice value to stop any losses requiring monies from the treasury 
of the United States. 

(3) The sale created a monopoly of American flag passenger 
service in the Pacific -Orient trade under one control and put under 
one ownership twelve of the twenty-three President type vessels, 
the pick of the ships in the American mrchant marine. 

4) The sale made no provision for replacement of the vessels 
when they become obsolete over a period of years, nor enforces no 
penalty performance bond for the operation of th ships on the route 
for a stated period. 

(5) Because the law lays emphasis upon these elements, spe- 
cifically enjoining that sales should be made under conditions which 
“would influence a prudent, solvent business man in the sale of similar 
vessels or property, which he is not forced to sell,’’ and the sale as 
made was considered by us as violative of this injunction, as well as 
the spirit and intent of the merchant marine act, 1920. 


Commissioner Benson said he believed the action of the 
majority of the board violates practically every principle and 
policy outlined in the Jones merchant marine act, 1920. Said he: 


The Dollar interests already own seven of the ‘502’. President 
type ships which operate in the Pacific and parallel the present 
service of the Pacific Mail. They also operate the five 535-foot 
President type ships operating out of the Puget Sound ara to the 
Orient. By the purchase of. the five ships now being operated by 
the Pacific Mail Steamship Co., they gain the complete control of 
American combination passenger and freight steamship services in 
the Pacific ocean. This combination places the five ships still owned 
by the government and operated by the Dollar interests at a dis- 
advantage. It also places the American shipper sending his goods 
through th western ports of the United States at the mercy of one 
American operator, or forces him into the hands of the foreign ship- 
ping interestes. ; 

The unfortunate nature of this transaction is emphasized by the 
fact that the Pacific in the future is destined to be the most im- 
portant area in which the commercial and national operations of the 
United States are to be located. 


The following statement was made by R. Stanley Dollar: 
On behalf of the Dollar Steamship Line, I desire to express my 


ote; 


April 


eee 
— 


April 4, 1925 





You may be the man 


Somewhere there” is"a™ traffic manager, a sales 
executive, or a manufacturer who is faced with 
the problem of getting his perishable products 
to the point where it is sold without loss. 


It may be candy he wants to ship. Or fresh 
meat, fancy fruit, dairy products, mayon- 
naise — some perishable or semi-perishable 
product that is subject to damage or loss 
while in transit. 


If you’re that man, you’ll find the answer to 
your problem in Balsa Boxes, the new way 
to ship perishable goods. 


With this remarkable box you can discard your 
ice jackets, for Balsa is a wood that is 92% air 
and Balsa Boxes are nature’s own ‘‘vacuum 
bottles.” They’re thick and strong, yet as 
light again as cork. And encircled as they 
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are with a strong steel band they are prac- 
tically proof against theft. 


With Balsa Boxes your shipping charges are 
reduced, your losses through spoilage and 
rough handling cut out and container expense 
cut down, for Balsa Boxes are good for from 
seventy to one hundred and fifty trips. 


Write the office nearest you and ask for prices on 
Balsa Boxes made to your own specifications. 
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THE FLEISCHMANN TRANSPORTATION COMPANY 


| NEW YORK: 699 Washington Street Balsa Box Department CHICAGO: 327 South La Salle Street 
| BALTIMORE, BOSTON, BUFFALO, CINCINNATI, LANGDON, D.C., PEEKSKILL, N. Y.,* SAN FRANCISCO, SEATTLE, BT. LOUIS 


Extending Your Distribution 


Geographically speaking, your market is the territory to which your product 
can be shipped without damage or deterioration, and at a cost and time of de- 
livery comparable to that of your competitors. ‘The Chesapeake and Ohio Rail- 
road, with its fast freight schedules to Seaboard and the big Eastern and Western 
markets, is in an unusual position to render satisfactory service. 


re coe ve 


The speed and efficiency of handling freight which a road can give to its 
shippers are of vital importance to production, as well as to sales managers. This 
depends upon the equipment and facilities of the railroad and the effectiveness of 
its management, which, as to the C & O, we modestly admit are adequate. 


se The Chesapeake and Ohio Railroad traverses a territory rich in raw meterial 

. for production, and connects practically with the world’s largest consuming terri- 

z tory. The most modern railroad equipment and a practical zeal for service 
assure the manufacturer the last word in transportation advantages. 


{ Let Chesapeake and Ohio Industrial Engineers analyze the problem of a new 
location for you. A word from you to us will bring a prompt reply or visit. 


Agricultural and Industrial Department, Chesapeake and Ohio Railway 
K. T. CRAWLEY, Manager, Richmond, Va. 
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satisfaction with the action of the board in awarding the sale of the 
te passenger vessels operating out of San Francisco to the Orient 
o us. 

It will be our policy to maintain this service in the same high 
class Manner as we are now maintaining the round-the-world pas- 
senger ships with the seven other President liners purchased by us 
from the board, which service was inaugurated in January, 1924, 
from San Francisco. 

We feel certain that both the government and the public will 
have every cause to feel well pleased with the practical working ‘out 
of this contract with out company. This enables us now to give a 
pane | sailing with passenger vessels from San Francisco to the 

en 


In a statement issued after the board had announced its 
award, George E. Chamberlain, formerly a member of the Ship- 
ping Board and formerly United States senator from Oregon, 
counsel for the Pacific Mail, said the fact that three out of the 
seven members of the board “bitterly opposed the Dollar bid 
and have denounced it as a violation of the Jones t, is suffi- 
cient evidence that a national blunder will be committed if 
the sale goes through.” He asserted that acceptance of the 
Dollar bid “is a heavy blow to the national defense because 
it sells out of government hands, subject only to a five-year 
guaranty of maintenance of service, five of the small number 
of American ships fast enough for naval auxiliary service.” 
Continuing, he said: 


The board has ignored the bid of the Pacific Mail to buy the 
ships for $1,125,000 more than the Dollar offer under a plan suggested 
and urged by a committee headed and composed of Chairman O’Connor 
of the shipping board, President Palmer of the Emergency Fleet Cor- 
poration and Secretaries Hoover, Mellon, Weeks and Wilbur, of the 
cabinet. The Pacific Nail bid contemplated the gradual withdrawal 
of the government and the devotiqn of all earnings on the ships over 
capital charges to the construction of new ships, and reduction of 
capital indebtedness. The Pacific Mail also would guarantee opera- 
tion for ten years instead of five years. 

Without some provision for new ships to replace the old, there 
can be no prospect of permanent service in this strategic route from 
San Francisco to our Pacific possessions. 

The Pacific Mail has operated in that trade since 1867. It with- 
drew its own ships in favor of the government’s ships, behind which 
it placed all its organization, going business and good will. As a 
result, this has been the most successful of all government lines, 
and the majority of the shipping board now propose to deliver it 
over to the Dollar interests which never operated ships under the 
American flag until they began to pick up bargains from the shipping 
board, which did not have a ship requisitioned by the United States 
— the war because they did not have one ship under the Amer- 
can flag. 


Gale Carter, president of the Pacific Mail Steamship Com- 
pany, arrived in Washington the day after the board accepted 
the Dollar bid. He declined to discuss the action of the board, 
referring inquirers to Mr. Chamberlain, counsel for the com- 
pany. The latter conferred with Commissioner Benson but said 
no decision had been reached with respect to seeking a 
reversal of the board’s decision. He indicated that considera- 
tion was being given to the question of resorting to the courts 
to block consummation of the award of the ships to Dollar. 
In some quarters it was held that such action might be taken 
on the ground that the board violated the provisions of the 
Jones act with respect to ship sales. Commissioner Benson, 
however, said he did not think the action of the majority could 
be upset by court action. 


Commissioner Plummer issued the following statement in 
explanation of why he opposed the Dollar bid: 


Any steamship line with a voyage revenue consistently exceeding 
its voyage expenditures by 30% is a paying line; and no charges for 
betterments, replacements, extraordinary repairs, or expenditures for 
expensive supervision can in any way overcome this fact. 

The California-Orient Line is in that class. For the year end- 
ing February 28, 1925, it shows: 

Voyage Revenue—$6,380,116.90. Voyage Expenses—$4,441,896.35 

Excess of voyage revenues over voyage expenses, after deduct- 
ing all commissions and brokerages paid the operators and their agents 
for handling the ships and carrying on the business of this line— 
$1,938,220.55. The two poorest months of the year, from a revenue 
standpoint, were April and May; yet even on the Emergency Fleet 
books, after all possible deductions had been made, those two months 
show a profit for the Line of $64,389.73 and $54,127.99 respectively, or 
at the rate of $711,106.32 profit for the year, and this is without mak- 
ing any allowances for lost earnings while ships were in tie-up dur- 
ing that year. Therefore, any proposition that the Shipping Board 
must sell these California-Orient ships to protect the government from 
loss is absurd; and no disinterested man acquainted with shipping 
would even make such a suggestion. 

To duplicate these ships in United States yards today would 
cost at least between five and five and a half million dollars. To 
duplicate them in British yards would cost at least four million dol- 
lars. By reason of replacements and extensive repairs these ships 
today are, generally speaking, as good as new. Nevertheless, they 
are in fact not new; they would not be exactly duplicated if they were 
to be replaced (though it will be found very difficult to get any critics 
to point out just what improving changes of great importance ex- 
perienced shipping men would make in them); and therefore, for the 
purposes of this discussion alone, I accept the statement of the 
Emergency Fleet Corporation that the value of these ships in the 
world’s market today is but $2,500,000 each. 

There is no similarity whatever between the sale proposed ‘here 
and the sales of freight ships for guaranteed service which have been 
made and still are contemplated by the board. The freight ships sold 
by the board for guaranteed service are on lines that are constant 
losers. The board has a vast surplus of just such ships still lying in 
expensive idleness. In selling those ships at half price for guaran- 
teed service, the board is merely ee the operators of such lines 
to accept some of this surplus tonnage in payment of their voyage 
losses instead of requiring the board to pay them cash from the 
federal treasury as heretofore, and after making all such possible 
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sales the board still will have on hand an abundance of these freight 
ships for any substitutions that may be required. 

Of these Pacific Mail ships, there is a shortage now. Once sold 
the board will have nothing to offer in their place. In five years, 
they may be withdrawn by their purchasers to enter our inter-coastal 
trade just as cerfain I.M.M. ships have been withdrawn from foreign 
service for this purpose. There is no advantage whatever to our 
foreign commerce to be gained by selling these ships under terms now 
presented to the board. Quite the contrary. There is no advantage 
to the United States treasury in selling these ships on the terms now 
presented to the board. Quite the contrary. 

Therefore, there is no justification for selling these ships at less 
than what they actually are worth in the service where now em- 
ployed—the best route for business the board now serves. 


The Shipping Board April 2 rejected a motion made by 
Commissioner Plummer to ask the Attorney-General for an 
opinion as to the legality of the board’s action in accepting the 
Dollar bid. Commissioners O’Connor, Lissner, Hill and Haney 
voted against the motion and Commissioners Plummer and 
Benson voted for it. Commissioner Thompson was absent. 
Commissioner Lissner said the board’s general counsel was 
competent to pass on the question of legality. 


Commissioner Lissner, chairman of the board’s ship sales 
committee, said negotiations were in progress with the Munson 
Line for the sale of the four “President” ships that line oper- 
ates for the government between New York and South America. 
Others also are interested in these ships, he said. The board 
also has under consideration a definite offer for one of its 
freight services between north Atlantic and European ports in 
which twenty vessels are in operation, Lissner said. 


In his argument before the board in support of the Pacific 
Mail bid, Mr. Chamberlain, counsel for the company, charged 
that the bid of “R. Stanley Dollar and associates” was indefinite 
and he asked that the legality of that bid be inquired into by the 
legal department of the board. He also said the Pacific Mail 
respectfully inquired who were the “associates.” He also asked 
whether Dollar and his associates planned to buy the other five 
“President” ships operated by Dollar for the government be- 
tween Puget Sound ports and the Orient. He said the Pacific 
Mail did not and that a purchase of the Pacific Mail group of 
five vessels by the Dollar interests would at once prejudice any 
market for the other five ships except at the Dollars’ own price, 
unless the government was to continue indefinitely the operation 
of the Seattle-Orient service. 


PARITY RATE ORDER 
The Trafic World New York Bureau 


The Shipping Board order confirming the action of the 
south Atlantic and Gulf conferences in establishing so-called 
“parity” rates with New York is a reversal of the ruling made 
recently in the port differential case and constitutes discrimi- 
nation against New York, according to a resolution adopted by 
the directors of the New York Maritime Association. 

The association said that the board dismissed the com- 
plaints filed by the southern ports last fall and found that there 
wag nothing discriminatory or unduly preferential in the system 
at that time. The reason now given for creating parity rates, 
the resolution says, is that the previous differential system was 
discriminatory. 

Despite the original findings and rulings, the association 
said, “the board has now approved the action of their agents 
in the south Atlantic and Gulf ports and has abolished the 
differentials, which, taken in conjunction with the present in- 
land rate adjustment, gives south Atlantic and Gulf ports lower 
export rates than accorded to this port from parts of Central 
Freight Association territory, and constitutes a serious dis- 
crimination against the business of this great port.” 

The resolution quoted the following statement of the Ship- 
ping Board in its decision in the differential case: 


After consideration of all the facts, circumstances, and evidence 
of record in this proceeding, the board concludes and decides that 
complainants in Docket No. 23 have not shown that the existing 
differentials and rates applicable to the foreign ports herein involved 
unduly prejudice South Atlantic ports in favor of North Atlantic ports 
in violation of Section 16 of the shipping act that complainant in 
Docket No. 25 has not shown that the maintenance of the same rates 
from Atlantic and Gulf ports to said foreign ports on so-called parity 
commodities constitutes an undue prejudice or unjust discrimination 
against the port of Norfolk, in_violation of Sections 16 and 17 of the 
shipping act, and that the evidence submitted in Docket No. 26 fails 
to show the present rate adjustment between North Atlantic, South 
Atlantic, and Gulf ports to be unduly prejudical or unjustly discrim- 
inatory, in violation of Sections 16 and 17 of the shipping act. 


Philadelphia shipping men report that they expect no in- 
jurious results from the parity rates established by the Gulf 
and South Atlantic conferences. The rail differential of Phila- 
delphia and Baltimore under southern and north Atlantic ports 
is regarded as assurance that traffic will not be diverted. A 
conference was held between railroad officials and the Ocean 
Traffic Bureau that resulted in the placing of Philadelphia on 
a parity with Baltimore as far as the storage of import cargo 
is concerned. Baltimore formerly had a rate of one cent a 
hundred pounds for ten days’ storage following the customary 
five-day free period, while the storage rate at Philadelphia was 
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< ; HE cost of shipping is a matter of increasing Out West 

ec interest to manufacturers. The heavier-than- 

e fe necessary box, the lighter-than-needed box, the ‘ ’ ‘ | d ‘ed 

- fe broken box, the easily-pilfered box, the one-trip box, a vacation 1S stil an a venture 
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he . ; the very shores of the Pacific Ocean are 
. Pioneers give your goods maximum protection ata scenes still new to human eyes! 
i of surprisingly low cost. Stronger and lighter than 
y nailed wood boxes, they cut lumber waste and save In Colorado the mountains vie with the Alps in 
, transportation charges. grandeur! Great Salt Lake is the big brother of the 
~ oe ee a Dead Sea! California combines the climate and scenery 
i strong steel wires, they are practically immune to of all Europe, plus a little of the Orient! In Southern 
7 the destructive shocks and strains of shipping. Utah's newly opened wonderland wind and water 
P. Fastened and sealed against theft in one operation. have wrought temples, pagodas, and mosques like 
on y Pioneers are delivered to you in flat folding form those of Babylon, China and Bagdad! The Pacific 
ts FF and three-fourths assembled. Save storage space or Northwest is a veritable scenic Eden, over which 
~ 2 assembling costs. towers sublime Mt. Rainier—‘‘the mountain that 
, hd 
er Your customers appreciate receiving shipments in was God! 
a a Pioneers, for they can open Pioneers just by clip- See These Places 
a ping the wires. The top throws back, making it - Be: Colorado Rockies Zion National Park, Bryce Canyon 
p> fy easy to unpack. By splicing the wires—a simple pie ts delle secon cy eng 
2 thing—the box is ready for reshipment. ikes Peak Mount Rainier National Park 
Yellowstone National Park Portland, Seattle, Tacoma, Spokane 
- On your request we will be glad to send a General Salt 0 Pa ie Si —— ent ihe 
ng Box Engineer to study your requirements and de- Los Angeles—Holly wood— Idaho Mountains, Lakes and 
ts sign a Pioneer to suit your needs. This will place Seca Telne—Big Wiens iieioine i... nal Park 
on 5 you under no obligation of any sort. f i 
ty & : ; , Any one of these places is worth a trip across the con- 
os peti Sa sawing ee To. ra ap A el tinent, but by using the highly perfected travel service 
no Se ee ° . of the Union Pacific you can combine them all in one 
n- wonder tour. Let us tell you how to do it. 
» || GENERAL BOX COMPANY Send for Free Travel Books 
lf Indicate the places you wish to visit, and we 
506 N. Dearborn St., Chicago, Illinois will send you free descriptive books, maps, 
| full information about low summer fares and 
on» (C&A FACTORIES AT help you generally with your plans. Write today. 
Borst ’ 
“ dae os = os = ag = gy W H. MURRAY, General Passenger Agent, Omaha, Nebtaska 
> ™ Cincinnati, Ohie Kansas City, Mo. Sheboygan, Wis. 
} Detroit, Mich, Louisville, Ky. Winchendon, Mass. 
r 
as 
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one-half cent higher. The one-half cent differential has now 
been abolished. 

The action of the Guif and south Atlantic conference in 
establishing parity of through rail and ocean rates with New 
York was discussed informally by officials of the North Atlantic- 
United Kingdom lines Wednesday, but at the regular monthly 
meeting of the conference the matter was not taken up officially 
and no definite steps were taken. 

The attitude of local steamship officials is to await results 
ef the rate changes before determining on any action. The 
shipping companies also consider that the question is one more 
for the ports and railroads to discuss. 

Details of the new rates, which became effective on March 
28, are now being studied. The Gulf lines, taking the rail rates 
from the chief producing centers of each commodity as a basis, 
have added the necessary ocean rate to place the joint charge 
on a parity with New York. In general the rail rate from 
Chicago to New Orleans has been used for this purpose. In 
some cases the ocean rate is higher than that from New York, 
but in no instance is it less than the New York tariff. 

The method followed in making the joint rate on agricul- 
tural implements from Chicago to French Atlantic and Con- 
tinental ports was cited in explanation. As the rail rate from 
Chicago to New Orleans is six cents a hundred pounds less 
than to New York, the Gulf lines are quoting six cents more a 
hundred pounds on the ocean rate, and, accordingly, have estab- 
lished the ocean haul at 27 cents a cubic foot, or 56 cents a hun- 
a pounds, compared with 25 and 50 from New York, respec- 
tively. ; 

With regard to shipments from other interior points, the 
advantage in some instances lies with New York and in others 
with the Gulf. In the case of automobiles from Detroit to New 
Orleans the rate is $1.16 a hundred pounds and to New York 
82 cents, thus giving New York an advantage of 34 cents. The 
Gulf lines have fixed the ocean rate at 25 cents a cubic foot, 
identical with the tariff from New York. Automobiles from St. 
Louis to New Orleans, it is pointed out, take a rail rate of 92 
cents against a New York rate of $1.23, and as the ocean charge 
remains 25 cents, the Gulf has a margin of 31 cents. These rail 
quotations, one official remarked, are from an old tariff and may 
not be the current figures. 


REVISION OF NAVIGATION LAWS 


The Trafic World New York Bureau 

The American Steamship Owners’ Association this week 
made public its report to the Shipping Board on revision of 
the U. S. navigation laws and rules, recommending many 
changes which it said would tend to relieve the burdens now 
imposed on American shipping. The association at the same 
time remarked that, while this was necessary, adoption of the 
suggested changes would not solve the difficulties of the mer- 
chant marine, as there are other matters entirely beyond the 
scope of the navigation laws. 

The committee recommended first, as of fundamental im- 
portance, that all existing laws concerning the design, construc- 
tion and operation of vessels should be repealed and that the 
Department of Commerce be authorized to prepare an entirely 
new set of laws and regulations. Included in this would be 
the admeasurement of vessels and the construction and inspec- 
tion of hulls, boilers, machinery and equipment. The com- 
mittee said these were matters of technical and complex nature, 
and that the existing statutes were antiquated and unsatisfac- 
tory. It would have the present rules remain in effect until 
the new code had been completed. 

Another subject of a technical character, not at present 
incorporated in law, is that of a loadline. The committee 
recommended the enactment of legislation authorizing the estab- 
lishment of a loadline and that the conditions affecting this 
procedure should be determined by regulations to be made and 
promulgated by the Department of Commerce. These regula- 
tions, the committee, said, should be such as to place vessels of 
the United States at no disadvantage in competition with other 
nations, and should be subject to complete, uniform, interna- 
tional agreement. 

Other recommendations, summarized, are as follows: 


Seamen’s act: 

(a) The requirement that 65 per cent of the deck crew be certifi- 
cated able seamen should be repealed. 

(b) The language test should be repealed so far as it applies to 
vessels of the United States in the competitive foreign trade. 

(c) The requirement as to certificated lifeboat men should be 
modified to conform with the requirements of the International Con- 
ference on safety of life at sea. 

(d) The provision of the act in reference to the frequent pay- 
ment of wages to seamen should be modified so that payments to 
the men during the voyage may be made at the discretion of the 
master. The present provision of the law has been greatly con- 


ducive to desertion, delays (particularly at outports) and general loss 
of efficiency. 


Tariff act: 


Though not included in the navigation laws and rules, we would 
strongly recommend that the provision of the Py ge Tariff Act 
which requires that duty be paid on repairs made to or equipment 
procured for vessels when such repairs or equipment are made or 
procured abroad, should not be effective until some adequate form 
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of national aid or protection is given to American vessels in the 
foreign trade. 


Discharge book: 


The laws relating to the discharge of merchant seamen should 
be amended, requiring the use of continuous discharge books. 


The report wag signed by the following members of the 
Committee on Revision of the Navigation Laws and Rules: 


Captain Eugene E. O’Donnell, chairman; vice-president and gen- 
eral manager, C. H. Sprague & Son (Boston). 


Captain Asa F. Davison, general manager marine department, 
United Fruit Company (Boston). 


Robert F. Hand, assistant manager marine department, Standard 
Oil Company of New Jersey. ; ; 
A. ‘S. Hebble, superintending engineer, Southern Pacific Company. 


A. J. McCarthy, manager American flag steamers, International 
— Marine Company. 


D. Tomlinson, vice-president, American-Hawaiian Steamship 
Company. 


OCEAN FREIGHT MARKET WEAK 


The Traffic World New York Bureau 


The full cargo market was dull this week with only a lim- 
ited demand and an evident surplus of vessels. The result was 
that rates were softer and, in many cases, owners preferred to 
stay out of the market rather than accept the figures offered 
by shippers. No improvement is in sight and the situation 
probably will not clear until congestion in the River Plate dis- 
trict of South America has been removed. 

Demand for grain space from the Gulf has practically dis- 
appeared for loading in the immediate future, and Montreal re- 
quirements have not yet assumed important size. There is a 
limited demand at present for space from Atlantic ports to the 
Continent at 1314 to 14 cents per 100 pounds and at 23 cents 
to Russian ports. 

There is still a limited demand for April and May vessels 
for the shipment of coal to West Italy on which shippers are 
offering $2.90 to $3.00 a ton. The last fixture reported, how- 
ever, was at $3.10. Shipments are offered to South America, 
but are not being accepted by owners because of the conges- 
tion at Rio and Santos. 

The North Atlantic-United Kingdom conference at its 
monthly meeting this week extended rates on a number of com- 
modities from April 30 to August 31. 

The Brazil conference changed aluminum from class three 
to four, placed carbon oil in the same class with carbon black, 
made the rate on barbed wire $8 and $8.80 a ton on freight and 
passenger ships, respectively, effective July 1. The River Plate 
conference changed graphite paste from class one to two. 

The U. S.-West Coast of Italy conference fixed a rate of 
$7.75 a ton on lubricating oil, wax and grease on shipments 
under contract until the end of the year, and offered similar 


contracts to all shippers. The rate on non-contract shipments 
will be $8.85 a ton. 


SHIPPING BOARD CHANGES 


With the expiration of the term of Commissioner Haney, 
of the Shipping Board, June 9, it is believed that President 
Coolidge will not reappoint Mr. Haney. The commissioner has 
declined to discuss the matter except to say that he will not 
resign before the expiration of his term. He was appointed 
as a Democrat from Oregan. Senator McNary, of Oregon, has 
discussed the situation with President Coolidge and has urged 
that, if a change is made, another Oregonian be appointed. 
The senator supported Haney for the appointment when it 
was originally made, and, it is understood, would not oppose 
reappointment of the commissioner. It is understood, however, 
that Mr. Haney hag not been satisfied with the course Ship- 
ping Board affairs have taken. It is also understood that 
another vacancy on the board may be caused by the retirement 
of Commissioner Thompson, of Alabama. The commissioner, 
however, has declined to discuss the matter. 

The Shipping Board has elected Roy H. Morrill secretary 
of the board to fill the vacancy caused by the resignation of 
Carl Kremer who has become assistant to the manager of the 
Shipping Board’s protection and indemnity agency. Mr. Morrill 
has been assistant to Commissioner Plummer, vice-chairman 


of the board. He has been with the board since it was or- 
ganized in 1917. 


YORK-ANTWERP RULES 


The committee authorized by the conference on the York- 
Antwerp rules held under the auspices of the Chamber of Com 
merce of the United States, March 16, to formulate the Amer! 
can viewpoint on the rules, is as follows: Harrington Putnam, 
chairman, New York City; N. Sumner Myrick, head of the 
marine department of the Chamber of Commerce, Washington, 
secretary; Arnold W. Knauth, New York secretary; Arthur M 
Boal, assistant admiralty counsel of the Shipping Board; Ira A. 
Campbell, New York City; Ernest W. Congdon, New York City; 
D. Roger Englar, New York City; W. H. LaBoyteaux, New York 
City; and Paul M. Ripley, president of the National Industrial 
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The New Oriental Limited 


A Vision Realized 





Write for new Great Northern calendar, a ten-color hae reproduction of the above painting by 


Otto Hake, Address Room 700, Great Nort 


ern Ry., St. Paul, Minn. 


and forest which lay between the Minnesota frontier—now the Twin Cities—and the shores 


()'= beyond the upper waters of the Mississippi, into that vast domain of prairie, mountain 


of the far Pacific, a dauntless young pioneer of the middle nineteenth century looked and 


saw a fruitful empire sleeping. 


Unknown, unpeopled wilderness then, the Northwest has 
become what it is today because of the vision and faith 
and indomitable persistence of that most practical of 
dreamers, James J. Hill. 

Into pathless lands which stood as the Stone Age left 
them, where never the creak of wagon wheel had been 
heard before, he broke, not the foot-trails of adventurer 
or explorer, but the broad, firm roadbed of a great trans- 
continental railway, the mightiest and most daring con- 
struction enterprise ever undertaken by private initiative. 
People followed, farms followed, mining and lumbering 
projects, in magnitude and value greater than any the 
world has known, began. Cities arose out of nowhere to 
take high places alongside the historic civilization centers 
of all ages. These, the one-time dreams of James J. Hill, 
came to reality within the span of his own business 


\ GREAT 





**See 
Amer ica First’? 





Sixty-two years after the diminutive wood-burning loco- 
motive, William Crooks, pulled the first trainload of 
passengers over the initial ten miles of track, the Great 
Northern Railway, now grown to a ten thousand mile 
system, put into service The New Oriental Limited, the 
finest train to the Pacific Northwest. 

An all-steel, brand new, specially built, Pullman equipped 
hotel on wheels, The New Oriental Limited provides the 
last and longest link of de luxe passenger service between 
the Atlantic Seaboard and The Pacific Northwest. Tra- 
versing the distance between Chicago, Portland and 
Puget Sound direct without change in seventy hours, 
crossing the Rockies by the lowest and easiest pass be- 
hind giant oil-burning cinderless locomotives, the New 
Oriental Limited is the train to take for Glacier National 
Park, Spokane, Seattle, Tacoma, Portland, Vancouver, 
California, Alaska and the Orient. 


NORTHERN 


Route of the New Oriental Limited 


Finest Train to Pacific Northwest---No Extra Fare 
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Traffic League. The committee will submit a report at a con- 
ference to be announced later. 

Proposed revision of the York-Antwerp rules will be dis- 
cussed at a meeting to be held at the N. Y. Merchants’ Associa- 
tion April 23, according to an announcement from the American 
Committee on the Revision of General Average Rules. Written 
criticisms of the proposed revision are invited by Harrifigton 
Putnam, chairman of the committee, 27 Williams street, New 
York, previous to the meeting. 


NEWARK BASE PROPERTY 


It was indicated officially at the White House March 31 
that the President would not grant a request of the Shipping 
Board that jurisdiction over the Newark base property recently 
leased to private interests by the War Department be trans- 
ferred to the Shipping Board. It was said that the President 
regarded the leasing of the property to private interests by the 
War Department as disposing, for the time being, of the request 
of the boar 


POSTAL EXPORT DECLARATIONS 


Pay Henderson, Second Assistant Postmaster eral, has 
advise@® postmasters that, in order to enable the Department of 
Commerce to compile statistics of exports by mail or parcel 
post to foreign countries, senders of packages of merchandise 
the contents of which are valued at $25 and over addressed 
to business individuals or firms in foreign countries and non- 
contiguous possessions of the United States will be required to 
fill out a postal export declaration on Department of Commerce 
form No. S-250. Export declarations will be required only for 
goods mailed for commercial purposes, and not for packages 
addressed to private consumers of goods. These postal export 
declarations are in addition to the customs declarations required 
to be attached to every parcel post package mailed abroad. 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Association 
April 2 covering the activities of 376 of the principal softwood 
lumber mills of the country indicate satisfactory current trend 
in the American lumber industry. In production, shipments and 
new business the reporting mills enjoyed a total volume that 
was not only greater than for the preceding week, but also 
than that for the corresponding week of 1924. New business, 
in fact, was ten per cent larger than last year. Unfilled orders 
accumulated nine million feet. 

The unfilled orders of 257 Southern Pine and West Coast 
mills at the end of last week amounted to 667,934,070 feet, as 
against 659,090,303 feet for 255 mills the previous week. The 
134 identical Southern Pine mills in this group showed unfilled 
orders of 244,705,922 feet last week, as against 250,812,628 feet 
for the week before. For 123 West Coast mills the unfilled 
orders were 423,288,148 feet, as against 408,277,675 feet for 
121 mills a week earlier. 

Altogether the 376 comparably reporting mills had ship- 
ments 100 per cent and orders 101 per cent of actual produc- 
tion. For the Southern Pine mills these percentages were, re- 
spectively, 100 and 93; and for the West Coast mills 108 and 
357. 

Of the comparably reporting mills, 351 (having a normal 
production for the week of 223,415,652 feet) reported production 
103 per cent of normal, shipments 105 per cent, and orders 107 
per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1924 1925 (Revised) 
PS otiennsceasssdeus 376 387 378 
PPOGUCUON <iccccccccs 245,095,659 237,895,345 244,938,301 
ITE 245,620,639 239,352,927 223,821,095 
Orders (New Bus.).. 247,987,967 217,350,319 228,144,501 


The following revised figures compare the lumber move- 


ment for the first thirteen weeks of 1925 with the same period 
of 1924: 


Production Shipment Orders 
= Se ee 2,946,481,984 2,917,600, 202 2,815,204,658 


2'981.740,392 3'048,913, 490 3'025/335.306 
35,258, 408 131,313,288 210,130,648 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. Ten of these mills reported a cut of 10,- 
950,000 feet, shipments 9,671,000 feet, and orders 10,944,000 feet. 
The reported cut represents 34 per cent of the total of the 
California Pine region. As compared with the preceding week, 
there was an increase in cut of 2,045,000 feet, shipments 1,459,- 
000 feet, and new business 3,152,000 feet. 


1925 Decrease 
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FRUIT AND VEGETABLE SHIPMENTS 


Shipments of fruits and vegetables the week ended March 
28 totaled 13,487 cars, as compared with 13,237 cars the pre. 
ceding week, according to the weekly report of the Bureau of 
Agricultural Economics of the Department of Agriculture. 
Heavier shipments of lettuce, asparagus, southern cabbage, new 
potatoes and mixed vegetables were nearly offset by lighter 
movement of other lines, the bureau said. The totals from the 
weekly summary of carlot shipments follow: 

Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 


terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 




















Mar. Mar. Mar This Sea- Last Sea- Total 
22-28, 15-21, 23-29, son to son to Last 
1925 1925 1924 Mar. 28 Mar. 29 Season 
Summary for Ap- 
ples: 
Western States 212 224 474 39,549 60,559 63,014 
Eastern States 506 491 812 58,344 70,900 75,113 
< | ee 718 715 1,286 *97,893 131,459 138,127 
Asparagus: 
... aan 238 55 41 329 194 1,235 
Cauliflower: 
aa 99 79 53 *3,947 3,991 4,286 
Cabbage (Old 
Crop): 
| 89 90 35 *41,563 36,964 37,014 
Cabbage (New 
Crop): 
| ——————e—— 818 646 1,108 4,944 $7,193 $41,563 
Celery (Old Crop): \ 
| rrr 67 \ 86 91 *17,941 17,100 17,160 
Celery (New Crop): 
eee 562 589 582 4,746 $5,141 = * $17,941 
Cucumbers: 
eer 59 18 ee 79 7,166 
Grapefruit: 
rarer 652 *695 731 *15,330 14,686 20,023 
Lemons 
ne ee 154 210 265 *4,505 4,867 12,615 
Lettuce: 
Oe eee 1,555 1,215 682 *17,002 14,874 #29,473 
Mixed Citrus Fruits: 
Ee 76 87 “7 2,735 ee 4,829 
Mixed Vegetables: 
ee 804 *738 627 *8,167 6,229 28,767 
Onions (Old Crop): 
aera 224 293 425 30,046 28,368 29,480 
Onions (New Crop): 
eer 35 16 sit 57 $3,918 
Oranges: 
EE. .acenaswos 1,675 *%1,702 2,047 *39,430 45,876 78,337 
Peppers: 
eee 24 25 28 358 550 #2,427 
Spinach 
ee 394 *346 363 *5,509 4,869 7,618 
Strawberries: 
ee 114 100 20 746 479 18,785 
String Beans: 
ara 26 33 26 832 679 *5,011 
Sweet Potatoes: 
ee 197 219 138 *14,672 14,267 14,533 
Tomatoes: 
eee 203 213 364 1,949 3,620 *26,682 
Summary Potatoes: 
Crop: d 
ere 144 62 57 285 $97 $5,816 
1924 Crop: 
Leading Sec- 
tions, Late . 
Crop ..-...4,496 4,922 5,176 147,675 161,180 193,549 
Other Sections, 
Late Crop. 62 82 115 18,297 14,568 15,124 
Early Crop 2 1 49,585 33,377 33,391 
oo. eee 4,560 5,005 5,291 215,557 209,125 242,064 
Grand Total All 
Commodities .13,487 *13,237 14,260 528,622 538,197  *725,632 


* Includes all delayed and corrected reports received to date. 
** Unaccounted for. 


t+ Not included in grand total. 


EXTENSION OF LINE 


The Oregon, California & Eastern Railway Company has 
applied to the Commission for authority to extend its line 
from Sprague River to Silver Lake, Oregon, a distance of ap- 
proximately 63 miles, together with a 15-mile branch,:and from 
Sprague River to Lakeview, Ore., a distance of approximately 
65 miles. The proposed lines would serve large areas of tim- 
ber land, land susceptible of irrigation, dry farming and grazing 
lands, the applicant said. 

The Fort Worth & Denver City Railway Company has ap- 
plied to the Commission for authority to extend its present 
line from Fort Worth to and into’ Dallas, Tex., a distance of 
about 35 miles, by acquiring by contract the right from the 
Chicago, Rock Isiand & Gulf to operate jointly with that com- 
pany and other tenant companies its freight and passenger 
trains over the existing railroad owned by the Gulf between 
Fort Worth and Dallas, and to acquire the right to the joint 
use of certain passenger and freight facilities at Dallas by 
entering into an operating contract or lease with the Union 
Terminal Company, and also to acquire the joint use of certain 
freight facilities owned by the Dallas Terminal Railway & 
Union Depot Company and the St. Louis Southwestern Railway 
Company of Texas. 
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Personal Notes | 
— a) 


The resignation of Woodward Hudson as vice president and 
general counsel of the Boston and Maine having been accepted, 
to take effect March 31, that office has been discontinued. Allan 
P. MacKinnon, general solicitor, will be in charge of the law 
department. 

W. Dewey Smith has been appointed commercial agent of 
the Central of Georgia at Miami. B. L. Abberger has been made 
commercial agent at Tampa. L. W. Morris has been appointed 
freight service agent at Chattanooga, Tenn. P. L. Barrett has 
been made commercial agent at Jacksonville, Fla. J. R. Her- 
rington has been appointed freight service agent at Augusta, 
Ga. W. E. Kinnebrew has been made traveling freight agent 
at Chattanooga, Tenn. James D. Addison has been appointed 
traveling freight agent at Macon, Ga. Robert M. Martin has 
been made freight service agent at Macon, Ga. 

E. F. Coard has been made acting general freight and pas- 
senger agent of the New Mexico Central at Santa Fe. ; 

R. S. Brantly has been appointed traveling freight agent of 
the Norfolk and Western at Columbia, S. C. A. D. Burton has 
been made traveling freight agent at Wilmington, N. C. B. F. 
Smith has been appointed commercial agent at Norfolk. P. W. 
Glenn has been made traveling freight agent at Winston-Salem, 
N. Cc. W. C. Kearns has been appointed traveling freight agent 
at the same point. T. W. Quinn has been made commercial 
agent at Charlotte, N: C. 

M. G. Burt has been appointed traveling freight agent of 
the Alabama and Vicksburg at Dallas, Tex. 

A. C. Barnard has been made general freight agent of the 
Bingham and Garfield at San Francisco. 

A. T. Patek has been appointed assistant general freight 
agent of the Frisco lines at St. Louis. 

T. H. Scales has been made division freight agent of the 
M. K. T. at Waco, Tex. L. T. Thoman has been appointed 
division freight agent at Denison. 

F. C. Foley has been made eastbound freight agent of the 
Wabash at New York 

Barleigh H. Hartman, formerly valuation attorney, rate, 
and finance examiner for the Commission, has opened offices in 
Washington as consultant and adviser in railroad problems aris- 
ing out of administration of the Interstate Commerce Act. 

O. O. Calderhead has been appointed supervisor of public 
utilities for the state of Washington. He was previously traffic 
and rate expert for the department of public works, having 
held that position for twenty years. H. O. Berger has been ap- 
pointed to succeed to the position formerly held by Mr. Calder- 
head. 

Elmer R. Hines, general agent of the Rock Island at Boston, 
was the recipient of a farewell reception to mark his retirement 
from active service. W. M. Burrell, general agent of the Rut- 
land Railroad, made the speech of presentation in giving Mr. 
Hines a radio receiving set from about fifty railroad friends and 
business associates. 

G. H. Newman, traffic manager of the Stewart-Warner 
Speedometer Corporation, has been appointed to assume full 
direction of traffic matters for the Bassick Manufacturing Com- 
pany at Chicago. i 

J. H. Gooch has been appointed traveling freight agent of 
the Louisville & Nashville at Atlanta. 

A. H. Reeder has been made auditor of freight accounts of 
the Florida East Coast. J, L. McCartney has been made assist- 
ant auditor in charge of general accounts and disbursements. 
G. G. Lee has been appointed assistant auditor in charge of 
passenger accounts. 

John F. Finerty, assistant general counsel for the Railroad 
Administration, has severed his connection with that body and 
will engage in the practice of law at Washington. He was 
with the Railroad Administration for five years and previous to 
that time was connected with the New York Central and with 
the Great Northern. 

Arthur Van Meter has resigned from an examinership in the 
Commission’s bureau of finance to become general attorney for 
the Monogahela Railway Company, with offices at Pittsburgh. 
For the last four years Mr. Van Meter has had duties connected 
with the administration of the parts of the transportation act 
relating to the recapture of excess income and the issuance of 
railroad securities. He will have general supervision over the 
legal work of the Monongahela. He has specialized in- matters 
relating to financial-legal matters, especially railroad mortgages. 

P. G. Snyder, assistant traffic manager of the Oil Well 
Supply Company, has been made traffic manager of that con- 
cern, succeeding the late R. H. Thompson. 

C. W. Sunderbrink has been appointed traveling freight 
agent of the Big Four at Pittsburgh. 








DOINGS OF THE TRAFFIC CLUBS 


Officers of, and delegates to the convention of the Associated 
Traffic Clubs of America, will be guests of the Traffic Club of 
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Kansas City for luncheon, April 15 and 16, as well as at a 
banquet at the Baltimore Hotel the evening of April 16. Sir 
Henry Thornton, president and chairman of the board, Canadian 
National Railways, will be the principal speaker at the banquet, 
Arrangements have been made for automobile tours of the city 
the morning of April 17, and golfing facilities will be provideg 
in the afternoon. Albert I. Beach, mayor of Kansas City, wil| 
deliver the address of welcome at the opening session, April 15. 
The club has made special provision for the entertainment of 


the families of members of the association who attend the meet. 
ing. 





The Norfolk-Portsmouth Traffic Club held its regular 
monthly meeting, March 26. Charles Barham, chairman of the 
Southern Freight Association, and T. S. Southgate, president 
of the Southgate Terminal Corporation, were the speakers. Mr. 
Barham, speaking of the needs of the railroads, if they were 
to avoid government control, said it was necessary to interest 
capital in order that the roads might carry on their program 
of improvement and expansion. He said the future growth 
and prosperity of the country depended on the strength of its 
transportation system and that the roads could not grow strong 
on what they were earning at present. Mr. Southgate spoke of 
the necessity for the railroads to meet the shippers half way 
and to discuss all problems in order that they might be ad- 
justed to co-operation. 





The Traffic Club of Atlanta met at luncheon at the Henry 
Grady Hotel, March 30. Colonel B. L. Bugg, of the A. B. & A. 
spoke on “Employe Relations.” He said the average employe 
desired more to protect himself against the caprices of his fel- 
low employes or supervisory officers than to inveigh against 
hours of labor or working conditions. He said that, in recent 
years, a spirit of helpfulness among employes had been built 
up to an extent that employers were now in better shape to 
make the right decisions in labor problems. 





The Transportation Club of St. Paul held its “Chicago, 
Great Western Day,’ March 31. Waldo H. Jacobs, general 
solicitor of the Great Western, was the speaker. 





The Traffic Club of Memphis met at luncheon at the Hotel 
Gayoso, March 30. 





The Traffic Club of St. Louis was enteretined with a musical 
program at its luncheon, March 30. 





The Traffic Club of Dallas met at luncheon, March 14. A 
program was put on by the executive committee of the Con- 
feredate Veterans’ Reunion. George W. Briggs, vice president 
of the City National Bank, was the speaker. The club, together 


with other organizations in the city, entertained the Dallas Base- 
ball Club, March 24. 





The Traffic Club of Wichita had a luncheon at the Hotel 
Lassen, April 2. 





The Pacific Traffic Association met at the Hotel Oakland, 
Oakland, Cal., March 31. A. E. Carter, congressman from Oak- 
land, spoke on the relation between shipper and carrier and on 


harbor development. Captain S. M. Dancey, U. S. A., spoke on 
“Americanism.” 





The Traffic Club of Minneapolis met at luncheon, April 2. 
Charles F. Collisson, agricultural editor of the Minneapolis 
Tribune, spoke on “Cow Paths or Auto Trails.” 





The Traffic Club of Kansas City met at luncheon, March 31. 
George N. Neff, president of the Cornbelt Farm Dailies, and 


Kansas City Daily Drover’s Telegraph, talked on “Whatever Is, 
Ta.” 





The Traffic Club of Baltimore will meet April 7, at the 
Southern Hotel. Dinner will be served at 6:30 p. m. John E. 
Boisseau, vice president of the National Union Bank of Balti- 
more, will speak on “Baltimore.” The club has elected the fol- 
lowing officers: president, George M. Smith, superintendent, the 
Pennsylvania; vice presidents, C. N. Eckhardt, district freight 
agent, American Sugar Refining Company, and W. S. Burton, 
foreign freight agent, the Western Maryland Railway; secretary; 
C. C. Kaller, Norton, Lilly and Company, steamship agents; and 


treasurer, George N. McGlathery, foreign freight representative, 
the Pennsylvania. 





The Traffic Club of New York met at the Waldorf-Astoria 
Hotel, March 31. Milton W. Harrison, president of the National 
Association of Owners of of Railroad Securities, spoke on “The 
Relations Between the Railroads and the Investors in Railroad 
Securities.” He discussed the essential methods of the railroads 


securing capital, first, through attracting purchasers of stocks 
and bonds and, if that were impossible, government ownership 
would have to be tried to coerce capital through taxation or 
He said that, fundamentally, the 


government bond issue. 
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of Shipments from Distant States 
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Hundreds of Carload Shipments are Billed 
to Central Warehouses in Ohio, Indiana 
and Michigan for Reconsignment. 


ELECTRIC RAILWAY FREIGHT SERVICE 


Insures Quick Distribution to Your Customers 














We will welcome an opportunity to send you rates and explain our 
Superior Freight Service between points shown on the above map. 


WRITE 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman | INDIANAPOLIS, INDIANA 
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question of private operation or government operation de- 
pended on the credit of the roads, as a whole, in their ability 
soundly to finance themselves and pointed out that a dangerous 
tendency always developed in an industry if the stock capitaliza- 
tion ratio decreased and the bond capitalization ratio increased. 
He said the railroad industry was here to stay and that its 
stability entirely depended on the broadminded attitude and the 
progressive spirit of the individual carrier, and that, in the 
recognition by the carriers of their responsibility to the nattonal 
transportation system, there could be complete justification for 
the support of favorable public sentiment as well as of help- 
fulness on the part of government agencies. 





The Traffic Study Club of Akron held a “Movie Night and 
Get Together,’ March 30. Representatives of the Northern 
Pacific Railways presented eight reels of moving pictures, in- 
cluding some of Yellowstone National Park. 

The annual election of the Traffic Club of Chicago, held 
March 31, resulted in the unanimous choice of all the candidates 
on the regular ticket, which has been printed in this column. 
There was no other ticket. E. S. Buckmaster becomes president 
of the club, which has just reached its limit of one thousand 
resident members. In the evenimg of election day there was 
a dinner in the Ball Room of the Hotel LaSalle, followed by the 
annual business meeting and an elaborate program of high 
class entertainment. 








The Traffic Club of Omaha was organized, March 31. It 
consists of 125 railroad and industrial traffic men joined together 
for the purpose of establishing closer relations between persons 
interested in the handling of freight, express, and passenger 
traffic. Following a dinner at the Elks’ Home, a business meet- 
ing ‘was held and the following officers elected: president, J. A. 
Kuhn; second vice president, R. R. Mitchell; and secretary- 


treasurer, W. V. C. McCormack. Directors are F. Montmorency, ° 


B. J. De Groodt, E. R. Kerwin, G. F. Nichols, E. P. Hennessy, 
W. A. Colvin, M. S. Hartman, E. F. Brown, C. G. Blaine, 
C. H. Reinhardt, E. S. Stringer and Dan Geilus. The speaker 
of the evening was W. H. Wharton, assistant general freight 
agent of the Nashville, Chattanooga & St. Louis, who said that 
traffic clubs in the United States in the last fifteen years had 
shown their value in the development of understanding between 
railroad and industrial traffic men. Other speakers were Carl 
Gray, president of the Union Pacific; F. W. Robinson, freight 
traffic manager of the Union Pacific; M. S. Hartman, of the 
Fairmont Creamery Company, C. E. Childe, and D. M. Davis. 





The Tri-City Traffic Club will hold its next meeting at 
Davenport, Ia., April 9. C. H. Lawrence, landscape architect, 
will give an illustrated lecture on “The Home Beautiful.” E. J. 
Gleason, district passenger representative of the B. & O., will 
speak on “Washington, the Nation’s Shrine.” 





The Traffic and Transportation Association of Pittsburgh 
met April 3. William S. Guy, assistant traffic manager of 
the Carnegie Steel Company, spoke on “The New Meaning of 
the Word ‘Traffic.’” The club has completed its arrangements 


for its eleventh annual dinner at the William Penn Hotel 
April 16. 


REVENUE FREIGHT LOADING 


Revenue freight loading for the week ended March 21 
amounted to 909,363 cars, according to the car service division 
of the American Railway Association. 

Compared with the corresponding week last year, this was 
an increase of 973 cars, but a decrease of 7,455 cars under the 
corresponding week in 1923. It was, however, an increase over 
the corresponding week in 1920, 1921 and 1922. 

Due principally to a falling off in coal shipments, the total 
for the week ended March 21 was a decrease of 14,786 cars 
under the preceding week. In addition to a decrease in the 
number of cars loaded with coal, decreases were reported in 
the loading of grain and grain products, coke, forest products 
and merchandise and less-than-carload freight. Live stock, ore 
and miscellaneous freight, which is made up largely of manu- 
factured products, showed slight increases. 

Loading by districts the week ended March 21 and for the 
corresponding period of 1924 was as follows: 


Eastern district: Grain and grain products, 6,863 and 7,821; live 
stock, 2,626 and 2,913; coal, 37,389 and 42,711; coke, 2,451 and 3,157; 
forest products, 6,081 and 7,242; ore, 1,638 and 2,229; merchandise, 
L. C. L., 73,257 and 70,568; miscellaneous, 85,957 and 88,566; total, 
1925, 216,262; 1924, 225,207; 1923, 236,633. 

Allegheny district: Grain and grain products, 2,627 and 2,402; live 
stock, 2,027 and 2,648; coal, 38,717 and 43,859; coke, 5,975 and 7,101; 
forest products, 3,408 and 3,597; ore, 4,105 and 3,128; merchandise, 
L. C. L., 53,689 and 51,596; miscellaneous, 77,888 and 76,848; total, 
1925, 188,436; 1924, 191,179; 1923, 204,545. 

Pocahontas district: Grain and grain products, 174 and 232; live 
stock, 62 and 64; coal, 24,772 and 24,681; coke, 434 and 333; forest 
products, 1,644 and 1,626; ore, 88 and 119; merchandise, L. C. 
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7,353 and 6,919; miscellaneous, 4,692 and 4,428; total, 1925, 39,219; 1994 
38,402; 1923, 34,625. . 

Southern district: Grain and grain products, 3,125 and 3,309; liye 
stock, 1,791 and 1,933; coal, 17,380 and 22,316; coke, 1,037 and 994. 
forest products, 24,133 and 24,254; ore, 1,463 and 1,588; merchandise. 
L. C. L., 40,735 and_ 40,231; miscellaneous, 63,904 and 51,160; total 
1925, 153,568; 1924, 145,785; 1923, 144,739. ‘ 

Northwestern district: Grain and grain products, 8,653 and 10,34). 
live stock, 8,693 and 10,820; coal, 5,742 and 5,665; coke, 1,727 and 1,267: 
forest products, 24,353 and 27,324; ore, 858 and 869; merchandise, [| 
C. L., 30,296 and 29,411; miscellaneous, 35,099 and 32,716; total, 1995 
115,421; 1924, 118,413; 1923, 107,403. ; 

Central western district: Grain and grain products, 8,510 anq 
9,234; live stock, 11,556 and 10,750; coal, 11,336 and 16,676; coke, 293 
and 326; forest products, 10,752 and 9,473; ore, 3,556 and 2,847; mer. 
chandise, L. C. L., 37,430 and 36,795; miscellaneous, 48,462 and 43,570: 
total, 1925, 131,895; 1924, 129,671; 1923, 134,269. : 

Southwestern district: Grain and grain products, 4,077 and 4,453: 
live stock, 2,169 and 1,944; coal, 4,027 and 5,198; coke, 145 and 134: 
forest products, 8,799 and 8,144; ore, 442 and 400; merchandise, L) 
C. L., 15,607 and 15,090; miScellaneous, 29,296 and 24,370; total, 1995 
64,562; 1924, 59,733; 1923, 54,604. P 

Total, all roads: Grain and grain products, 34,029 and 37,792: live 
stock, 28,924 and 31,072; coal, 139,363 and 161,106; coke, 12,062 anq 
13,312; forest products, 79,170 and 81,660; ore, 12,150 and 11,180; mer. 
chandise, L. C. L., 258,367 and 250,610; miscellaneous, 345,298 and 
321,658; total, 1925, 909,363; 1924, 908,390; 1923, 916,818. 


The Northwestern district was the only one to report an 
increase over the week before in the total loading of all com. 
modities, while all others reported decreases. All districts re- 
ported increases over the corresponding week last year, except 
the Eastern, Allegheny and Northwestern. Increases over the 
corresponding week in 1923 were reported in all except the 
Eastern, Allegheny and Central-western districts. 

Loading of revenue freight this year compared with the 
two previous years follows: 





1925 1924 1923 
Five weeks in January............ 4,450,993 4,294,270 4,239,379 
Four weeks in February.......... 3,619,326 3,631,819 3,414,809 
WeOGH. OF DRAPOR TEM. cccinvesccocese 0,009 929,381 905,344 
Week.of March 14th........cecceee 924,149 916,762 904,116 
WEG Of Maren Fist. 2c cccsvccvecee 909,363 908,390 916,818 
EE a5. .0 oc-ecs Hin Sean eae wleeuies 10,833,840 10,680,622 10,380,466 


OPERATING STATISTICS 


Compilations made by the Bureau of Statistics of the Com- 
mission from reports of class I roads, exclusive of switching 
and terminal companies, on operating statistics for the month 
of January show the following: 

Loaded car-miles—1,321,762,000 for January and 1,244,666, 
000 for January, 1924. ; 

Empty car-miles—736,885,000 for January and 671,002,000 
for January, 1924. 

Net ton-miles—37,040,000,000 for January and 34,510,000,000 
for January, 1924. 

Per cent unserviceable of total locomotives—19.3 for Janu- 
ary and 19 for January, 1924. 

Per cent unserviceable of total cars on line—7.9 for Janu- 
ary and 6.7 for January, 1924. 

Car-miles per car-day—26.4 for January and 24.9 for Janu- 
1924. 
Net tons per loaded car—28 for January and 27.7 for Janu- 
ary, 1924. 


ary, 





CONDITION OF EQUIPMENT 


Freight cars in need of repair on March 15 totaled 188,919 
or 8.2 per cent of the number on line, according to the car 
service division of the American Railway Association. This 
was an increase of 3,872 over the number reported on March 
1, at which time there were 185,047 or 8.0 per cent. Freight 
cars in need of heavy repair on March 15 totaled 142,773 or 
6.2 per cent, an increase of 1,581 compared with March 1. 
Freight cars in need of light repair totaled 46,146 or 2.0 per 
cent, an increase of 2,291 compared with March 1. 

Class I railroads on March 15 had 11,999 locomotives in 
need of repair, 18.7 per cent of the number on line, according 
to the car service division of the American Railway Associa- 
tion. This was an increase of 595 over the number in need 
of repair on March 1, at which time there were 11,404, or 17.7 
per cent. Of the total number, 6,573, or 10.2 per cent, were 
in need of classified repair, an increase compared with March 
1 of 356, while 5,426, or 8.5 per cent, were in need of runnins 
repairs, an increase of 239 during the same period. Serviceable 
locomotives in storage on March 15 totaled 5,418, an increase 
of 430, compared with the number of such locomotives on 
March 1. Class I railroads the first half of March repaired and 
turned out of their shops 33,116 locomotives, an increase of 878 
over the number repaired the last half of February. 


UNCONTESTED FINANCE CASES 

The Akron, Canton & Youngstown has been authorized to 
issue and sell $750,000 of general and refunding mortgage 6 per 
cent gold bonds, at not less than 90 per cent of par and accrued 
interest. 

The Duluth, South Shore & Atlantic has been authorized to 
assume obligation and liability in respect of the principal and 
interest on $1,400,000 of 6 per cent 40-year mortgage bonds of 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 
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‘en  Maniliay ampere Corresponding Service 
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i a aemeataaee given to shipments loaded 

Chicago Fourth » \ Boontpn to the platforms of connect- 

Cincinnati ” ” Delawanna iM ss is 

Cleveland Third =» Harrison ing roads destined to points 

Columbus: Fourth ” Hoboken City e 

neeun Second ” Hoboken Shore Railroad beyond those named herein. 

Council Bluffs Seventh » Jersey City — s 2 

remand Fourth» Lyndhurst Similar service is effec- 

Denver Ninth 3 Newark ‘ . k 

Des Moines Sirth Orange tive via Lackawanna from 

Detroit Te ” P. . ° ° 

be st St.Louis Fourth ” 4 tal Philadelphia and other 

Elmira Second =” Watsessing Reading Railroad points, 

Erie Third ” And other New Jersey points ef 

Fort Erie Second » 35thst. also from points on the 

Fort Wayne Fourth ” arlem Transfer 

Fostoria Third ” 


Central Railroad of New 
Jersey, via Scranton, Pa. 
Transfer; also from Boston 


Grand Rapids Fourth ” 
Indianapolis ” ” 
Ithaca Second Afternoon 


































*-First Morning from New York Piers and Hoboken City. 





The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 







BOSTON, DETROIT, 
80 Federal Street Ist National Bank Bldg. 







BROOKLYN, EASTON, PA. 

32 Court Street 402 Northampton Street 
BUFFALO, INDIANAPOLIS, 

Lackawanna Terminal 410 Guaranty Building 
CHICAGO, KANSAS CITY, 

111 West Jackson Blvd. Railway Exchange Bldg. 
CINCINNATI, MILWAUKEE, 

4th National Bank Bldg. 1316 Majestic Building 
CLEVELAND, MINNEAPOLIS, 





308 Park Building Metropolitan Life Bldg. 











Jackson Fourth Morning : ' 
Kensas City Sisth_=— Long Island City via Boston & Maine-Dela- 
Los Angel rteenth as 
Levis = Fewwth ware & Hudson and Bing- 
a a os Brooklyn hamton, and via New York, 
. Eastern Dist. 
Minneapolis Seventh » \ ome New Haven & Hartford and 
Muncie Fourth ” a 
Nashville Fifth ” = x\ Wallaboot Port Morris, N. J. 
Omaha Seventh ” . 
a’ a . . . 
co —Cti«éMc ee ete Daily passing reports in 
—. hy * = the possession of all Lacka- 
or uron ” ” 20 a 
Portland Fourteenth » °+z, wanna Agents enable imme- 
Ro Se d ” ° e 
a mon spite + diate and complete infor- 
ain t ” ” 25th St. ° 
conte samen: TRANSFER Revcnvecks  Mation to customers. 
SanFrancisco (Fifteenth 
Seattle Fourteenth » . 
Scranton Second ” hf : © 
—. 4 Not Necessary to Designate Any Special Station, 
Syracuse Second ” ° & 
on a Pier or Train. 
Toronto Third ” 
Utica Second ” 


Simply Route “LACKAWANNA” 


LACKAWANNA 


ments, facilitation of tracing; prompt turn- 
over of investment. 


_ If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 









AGENCIES ST. PAUL, 


605 Pioneer Building 


NEWARK, SAN FRANCISCO, 

786 Broad Street 823 Monadnock Bldg. 
NEW HAVEN, SCRANTON, 

39 Church Street Lackawanna Station 
NEW YORK CITY, SEATTLE, 

302 Broadway 1312 L. C. Smith Bldg. 
PHILADELPHIA, SYRACUSE, 

1302 Finance Building Lackawanna Station 
PITTSBURGH, TOLEDO, 

428 Park Building 438 Nicholas Building 
ST. LOUIS, TORONTO, 


112 North 4th Street 1602 Royal Bank Bldg. 
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the Marquette, Houghton & Ontonagon Railroad Company, and 
the Marquette, Houghton & Ontonagon has been authorized to 
extend the maturity date of its 6 per cent 40-year mortgage bonds 
for a period of 10 years from April 1, 1925, and to issue coupons 
representing interest on said bonds at the rate of 6 per cent per 
annum for the extended period. 

Henry Ford’s Detroit, Toledo & Ironton has been authofized 
to issue and sell at par $1,181,000 of first-mortgage 50-year 5 per 
cent gold bonds, and to use the proceeds for construction pur- 
poses. 

The Elkhart & Santa Fe Railway Company has been author- 
ized to construct a line of railroad from a point on the Kansas- 
Oklahoma state line near Elkhart, Kan., to a point in Cimarron 
county, Oklahoma, about five miles north of the south line and 
14 miles east of the west line of said county, a distance of about 
56 miles. The carrier has also been authorized to issue $50,000 
of common capital stock and to sell it at par and use the pro- 
ceeds for construction purposes. The Atchison, Topeka & Santa 
Fe has been authorized to acquire control of the Elkhart & 
Santa Fe by purchase of capital stock and to acquire control 
of the railroad of the Elkhart & Santa Fe by lease. 

The Suncook Valley Railroad Company has been authorized 
to acquire a line of railroad in Belknap county, New Hamp- 
shire, and to operate a line of railroad in Merrimack and Bel- 
knap counties, New Hampshire. The line to be acquired ex- 
tends from Pittsfield to a point in Center Barnstead, a dis- 
tance of 4.57 miles. The line to be operated extends from 
the south side of the bridge over Suncook River on the Hookset 
Branch railroad in“the town of Allentown, in a northeasterly 
direction, to a point in Pittsfield, a distance of 17.55 miles. 

The Commission has issued a supplemental report and 
amended certificate in Finance Docket No. 4148, authorizing 
the Arizona Eastern Railroad Company to construct a line 
of railroad from Hassayampa, Maricopa county, to a point 
at or near Wellton, Yuma county, Arizona. 





FINANCE APPLICATIONS 


The St. Louis & Hannibal Railroad Company hag applied 
for authority to issue $900,000 of 6 per cent first mortgage 
gold bonds. Of the total issue the company proposes to 
deliver $251,280.44 to John Ringing in payment of funds ad- 
vanced by him to the treasurer of the company, to sell $398,- 
719.56 thereof to meet trust equipment obligations and other 
financial requirements in connection with additions and better- 
ment, etc., and to issue $250,000 thereof to holders of outstand- 
ing preferred stock. 

The Seaboard Air Line has applied for authority to issue re- 
funding mortgage gold bonds in reimbursement of capital expen- 
ditures amounting to $873,975 and to pledge such bonds as col- 
lateral security. It also asked for authority to issue consolidated 
mortgage gold bonds in the amount of $1,025,500 in reimburse- 
ment of capital expenditures and to pledge such bonds for short- 
term notes. 





FEBRUARY EARNINGS 


Class I railroads having a total mileage of 236,637 miles, 
had gross operating revenues in February totaling $454,996,100, 
according to reports for the month compiled by the Bureau 
of Railway Economics from returns filed by the carriers with 
the Commission. This was a decrease of $24,457,860 or 5.1 
per cent under the same month last year, the bureau said, con- 
tinuing as follows: 


Operating expenses totaled $355,554,750. a reduction of $19,361,350 
or 5.2 per cent under those for February, 1924. 

The net operating income is what is left after the payment of 
was $64,910,210 comnared with $71,605,570 in February, last year, or 
a decrease of $6,695,360. 

The net operating income s iwhat is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

Class I railroads for the first two months this year had a net 
operating income of $130,745,960, which was at the annual rate of 
return of 4.76 per cent on their property investment, compared with 
$123.009,840, or 4.62 per cent, for the same period last year. 

Earnings by districts for the first two months this year with the 


percentage of return based on property investment on an annual 
basis follows: 





Per cent 
SO MN TIO ona 55 0500s v0 00:6 06.00 te ceee ees $ 5,235,064 5.58 
a 6g enlmiuwins Gs} 6-acew bi Wain ol oanes ole 22,612,130 5.40 
SENET UOT, WOME. oo. oc ceecvcsecicwcsciccses 25,789,918 4.92 
Pocahontas region ............ «e+ 9,588,090 7.48 
to ee re 63,225,202 5.48 
CRUGME SCION. CUMUPIOC ike vcccwceccescecesce 24,972,276 5.67 
ee eee 8,189,447 2.63 
SUOMUTE! WHORUOTR BOBION. ceccicccccccsessevcssees 20.892.793 3.96 
I aan a one gobi creeaceeie seas 13,465,249 4.41 
PONE “WRONCMON GUNTEIE . 6666 cicieccocsceccceses 42,547,489 3.72 


Twenty-seven Class I carriers operated at a loss in February, of 
which nine were in the Eastern, two in the Southern and sixteen in 
the Western districts. In January the same number of roads had 
operating deficits. 

Maintenance expenditures in February amounted to $156,415,475, 
a decrease of approximately $5,000,000 or three per cent under 
February, 1924. Maintenemce of ‘way expenditures alone in February 
this year totaled $54,923,943, an increase of $504,000 over the same 
month last year. Expenditures for maintenance of equipment totaled 
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$101,491,536, a decrease of $5,514,000 compared with February one 
year ago. 

Carriers in the Eastern district had a net operating income in 
February of $32,275,550 compared with $33,483,150 in February last 
year. Freight traffic in the Eastern district in February, according 
to incomplete returns, was about six per cent under the correspond. 
ing period last year. Cross operating revenues of the Eastern car. 
riers totaled $227,726,880, a decrease of 5.4 per cent under February 
the year before. Operating expenses totaled $180,611,170, a decrease 
of six per cent under the same month last year. Class I carriers jp 
the Eastern district during the first two months this year had a net 
operating income amounting to $63,225,200, compared with $58,009,500 
during the corresponding period last year. 

Class I carriers in the Southern district in February had a net 
operating income of $13,511,650 compared with $14,037,720 in February 
last year. Freight traffic on the Southern roads in February was 
about seven per cent under the same month last year. Gross operat- 
ing revenues of the Southern carriers in February totaled $66,915,000, 
a decrease of 1.7 per cent under the same month last year while 
operating expenses totaled $48,426,540, a decrease of 2.8 per cent under 
February, 1924. The net operating income for the Class I roads in 
the Southern district for the first two months this year was $24,973,275 
compared with $24,165,500 during the same period last year. 

Carriers in the Western district had a net operating income jn 
February of $19,123,000 compared with $24,084,700 for the same month 
last year. Freight traffic in the Western district showed a decrease 
of approximately 7.5 per cent under February, 1924. Gross operating 
revenues of the Western carriers totaled $160,354,125, a decrease of 6,1 
per cent under February last year while operating expenses totaled 
$126,517,000, a decrease of 4.9 per cent. Class I carriers in the West- 
ern district during the first two months this year had a net operating 


income of $42,547,490 compared with $40,834,835 during the samg period 
oO year ago. P 
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x NEW TARIFF RULE 


The Commission, in a notice addressed to carriers, has 
announced the adoption of a rule governing the publications of 


tariffs, to be known as paragraph (c) of rule 56 of Tariff Cir. 
cular 18-A, as follows: 


(c) In order to facilitate the publication of rates which are i 
ccord with the aggregate of intermediate provision of the fourth 
section of the act, the Commission will give consideration to applica- 
tions seeking authority to publish in tariffs the following provision: 

“Carriers have endeavored to publish herein through rates which 
do not exceed the aggregate of the intermediate rates between points 
between which there is an actual movement of traffic, but if there 
should be in this tariff any through rate which is in excess of the 
aggregate of intermediates, or if through subsequent change in an 
intermediate factor the through rate is made higher than the ag- 
gregate of intermediates in violation of the provisions of the fourth 
section of the act, carriers will reduce such through rates to the 
basis of the combination of intermediate rates on one day’s notice 
under authority of Rule 56 of Tariff Circular 18-A of the Interstate 
Commerce Commission, on any commodity between points between 
which there is a movement or a prospective movement of that com- 
modity. The publication of such reduced rates will be made within 
30 days after such unlawful rates come to carriers’ notice. Carriers, 
parties to this tariff, whose through rates over the route of move- 
ment are higher than the aggregate of the intermediates over that 
route, further agree that on all shipments on which the_ higher 
through rates named in this tariff for that route have been charged, 
application will be made promptly to the Interstate Commerce Com- 
mission for authority to award reparation to the basis of the aggre- 
gate of intermediates in effect on date of shipment. (See Note 1.) 

Note 1: Carriers or shippers who discover combinations which 
result in lower charges than through rates named herein, should 
promptly report such cases to the publishing agent of this tariff, 
showing the through rate and the item or page where it is found, 
together with the separate factors which make up the combination, 
giving tariff reference by item or page, where possible, for each. 


This rule is published by authority of Special Permission No. — { 


issued by the Interstate Commerce Commission (date) which provides 
that failure to publish and file reduced through rates as provided herein 
within 30 days from the date that said rates are brought to the 
attention of the carriers parties thereto, or any of them or their 
agents, will be considered by the Commission as sufficient ground for 
the withdrawal of said special permission.”’ 

Carriers may not incorporate the above provision in any tariff 
until special permission to do so has been approved by the Com- 
mission, following the filing of an appropriate sixth section applica- 


——- and, furthermore, when such authority has been granted y 
COAL PRODUCTION AND SHIPMENT 
“The production of soft coal continued to decline in the 


week ended March 21,” says the Geological Survey in its weekly 
report, which, in part, follows: 





Preliminary estimates place the total output at 8,295,000 net tons, 
a decrease of 346,000 tons, or 4 per cent. Compared with the corre- 
———s week a year ago, there was a decrease of more than 13 
per cent. 

Preliminary telegraphic reports on the number of cars loaded on 
Monday and Tuesday of the week—March 22-28—show an increase of 
nearly 2,000 cars as compared with the total for the corresponding 
days of the preceding week. It appears, therefore, that the last week 
of March may bring a slight recovery in total production. 

With the end of the present coal year in sight, the production of 
anthracite barely reached the 1,500,000-ton mark in the week ended 
March 21. According to the anthracite carriers, 28,921 cars were 
loaded, which indicates a total output of about 1,513,000 net tons. 
Compared with the week before, there was a decrease of 143,000 tons, 
or nearly 10 per cent. The present weekly rate of output is nearly 
300,000 tons less than that of a year ago, and about 350,000 tons less 
than the average of the corresponding weeks of the last 5 years. 

Thus far, during the coal year 1924-1925, production has totaled 
85,974,000 tons, a decrease of nearly three and a half million tons when 
compared with the corresponding record for 1923-24. 

A sharp decline in bituminous coal dumpings at Hampton Roards 
for New England consignees was offset by increases in dumpings for 
the “other coastwise” trade and the foreign account in the third week 
of March. Consequently, the total dumped—433,386 net tons—was but 
slightly less than in the preceding week. The present rate of dump- 
ings is more than a third higher than that prevailing a year ago. 

Cumulative dumpings during 1924 to date stand at 4,624,277 tons, 


an increase over the records for 1924 and 1923 of 12 and 16 per cent, 
respectively. 
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Illinois Central System Shows That Freight 
Is Only One Cent on a Dollar Meal 


Many persons have mistaken ideas about the influence of freight rates on prices. Trans- 
portation is such a stupendous thing, involving the receipt and disbursement of billions of 
dollars annually, that one realizes only with astonishment how small an influence it really 
has. on prices of most commodities. 

























In July, 1921, we computed the cost of assembling a typical restaurant or hotel dinner 
at Springfield, Ill., selecting that point because it is a central point on our lines. At that 
time the freight charges on an entire meal, such as that shown below, which would cost 
the purchaser at least a dollar, amounted to only about 1 cent and 3 mills. Our computation 
has been revised on the basis of present freight rates, which are substantially lower than 
the rates of 1921, and the revised figures show the present freight cost of assembling this 
typical dollar meal to be about 1 cent and 1 mill. 


Foodstuffs for this meal are assembled by rail from widely scattered parts of the country 
and are carried in equipment and over tracks costing billions of dollars to build and other 
billions of dollars to operate. And yet the entire freight cost of assembling all the items of 
the meal is but a small fraction more than the smallest American coin. That is the miracle 
of modern railway transportation. 


The following shows the information in more detail: 


























Beginning E 
Item of Rail Haul Amount in 1925 in 1921 
Cae acids. etawsanees a Oy oo 1% oz. $.000169 $.000187 
OINOE 5 accesses i nciarenee A NOE aici csc osrsiececciors ts OZ. .000049 .000059 
Gs oi sreievsrcleraialevie iehicione Ludington, Mich........... l% oz. .000038 .000041 
ne re a eee 8 oz. .002525 .003275 
TNE a SiSio card Gee eee Madison, Wis............. 1 oz. .000625 .000700 
WU Gd ois cerewcasacne bho al gl) ere 2 oz. .000456 .000518 
cian ek ianawel  iiitikis nes eckinndok 4 oz. .001575 .001725 
POMMOCS o eossonacacienate WietbaGd WISS osc scice ota 6 oz. .001106 .001219 
PAGE sass clei edctoneton POP aid ORC iis, 5.c'5 40 oon. 2 oz. .001444 .002188 
Strawberries)... 06.0.8 Frammond, Lode. .6<60504 50: 4 oz. 002525 .002800 
Nt ivanbieneeee New Orleans. .........0005 2 oz. .000675 .000750 








$.011187 $.013392 






The difference in the freight cost of the meal of about 2 1/5 mills is small in amount but 
great in proportion. It represents a reduction in freight rates on these products averaging 
16% per cent. This is roughly indicative of the reductions made in all freight rates in the 
last four years. Since 1921 the public has paid about $1,600,000,000 less for railway trans- 
portation than it would have paid if there had been no reduction in rates during that period. 
The benefit of these rate reductions in 1924 alone amounted to about $600,000,000, or nearly 
$6 for every member of our population. 


Increased efficiency has made this saving possible of accomplishment along with the 
improvement there has been in railway service. More ought to be said about the increased 
efficiency of American railroads than has been said. It is helping all lines of business. 


The Illinois Central System is better equipped to serve its patrons with freight and 
passenger transportation than ever before in its history. We request our friends to pass 
this word along to their friends and help us increase the number of our customers. We 
believe that our service to the public is appreciated by all those who use it, but we are 
anxious to increase the number of users of that service. 





Constructive criticism and suggestions are invited. 


C. H. MARKHAM, 
President, Illinois Central System. 
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CATTLE SHIPMENT REGULATIONS 


The Trafic World Washington Bureau 


The Department of Agriculture has announced new regu- 
lations governing the interstate movement of live stock, effec- 
tive May 1. It said there were several slight changes from 
the old regulations, the most important of which have to do 
with the prevention of spread of Texas fever in cattle. 

Additional precautions against the cattle tick and the dis- 
ease spread by it are provided for in these regulations. One 
section prohibits the interstate shipment of pine straw, grass, 
or similar litter that is tick-infested, or exposed to tick in- 
festation, or the use of such material for packing or as car 
binding for commodities or live stock to be shipped interstate. 

There also has been added to the regulations a section 
describing the equipment and facilities necessary at designated 
dipping stations before these stations may be approved as 
points at which cattle of the quarantined area may be inspected, 
dipped and certified for interstate movement. Such dipping 
stations are required to have a properly equipped dipping vat, 
non-infectious pens, paved or floored alleys, chutes and pens, 
and a roofed or covered section of pens of sufficient size to 
protect all dipped animals from rain and hot sun. 

No change is made in the regulations governing the inter- 
state shipment of cattle from the quarantined area for pur- 
poses other than immediate slaughter, but there is no longer 
provision for the interstate shipment of “dipped ticky cattle.” 


WOOL RATES INVESTIGATION 


Continued hearing was begun in No. 14787, wool rates investi- 
gation, 1923, and No. 13272, Boston Wool Trade Association vs. 
the Arizona & New Mexico et al., before Commissioner Campbell 
and Examiner Faul at Chicago, April 3. 

Edward Hart, Jr., assistant general freight agent of the B. & 
O., appearing for the C. F. A. lines, said carriers in that territory 
were greatly disturbed by the proposal to publish joint through 
rates from just west of the one hundreth meridian to the Pacific 
Coast and thence by water to Boston. He said such action would 
tend to divert the wool shipments through the Canal and thus 
take away from carriers in C. F. A. territory revenue of which 
they were in need. He entered figures showing the earnings of 
those lines, tending to demonstrate that they did not earn a fair 
return in the last few years. 

L. H. Kenfield, for the Trunk Line Association. said the east- 
ern trunk lines would be shut out from participation in the long 
haul if the proposals were granted by the Commission and that 
the New England lines would have to be content with what 
little traffic they could get on the haul from Boston to New Eng- 
land consuming points, and that would have to be in competition 
with motor truck lines. He said that, for the Trunk Line Asso- 
ciation, he wished to emphasize an objection to reducing the 
the Parific Coast. 






MOTOR TRUCK REGULATIO 


State authorities in Maryland and Washington do n& take 
tthe view that the decisions of the Supreme Court of the United 
States holding invalid motor regulation laws of those states 
as to interstate commerce wholly destroy their jurisdiction un- 
der their respective state statutes over motor vehicles engaged 
in interstate commerce, according to John E. Benton, general 


solicitor of the National Association of Railroad and Utilities 
Commissioners. 


The position of the state of Maryland is outlined in the 
following statement issued by Governor Ritchie, of Maryland, 
after a conference on the subject: 


George W. Bush & Sons Company operated a line of steamboats 
on the Delaware River between Wilmington, Delaware and Philadel- 
phia, Pa., for the transportation of freight. i 

The company established three lines of motor trucks in Maryland, 
as feeders to its steamboat service. Those lines ran, respectively, 
from Chestertown, from Providence and from Havre de Grace, via 
Elkton in each case, to points on the Delaware River upon the route 
of the steamboat line. 

The company complied with, nad conceded that it was obliged to 
comply with, every provision of the Maryland law except the law 
which authorizes the Public Service Commission to grant permits to 
buses for freight if, in the commission’s judgment, this is deemed 
best for the public welfare and convenience, and to refuse such per- 
mits if the commission deems the granting thereof prejudical to the 
welfare and convenience of the public. 

In other words, the absolute duty of the company to comply with 
all Maryland laws and regulations as to licensing, registration, safety, 
policing weight and size of truck, overcrowding of roadway, protection 
of persons and property and the like was not involved or questioned. 

Moreover, the company’s right to do an intrastate business within 
Maryland— that is, to carry freight from one point to another in 
Maryland—was not involved either. On the contrary, this question 
— expressly excluded from the case by the Bush Company at- 
orneys, 

The single question, therefore, that was involved related to the 
company’s right to operate its trucks on Maryland roads for an inter- 
state business solely, that is, to carry freight from some point in 
Maryland across the state line to the Delaware River, or from the 
Delaware River across the state line to some point in Maryland. 

The question was, could the Maryland Commission prohibit the 
Bush Company from making these strictly interstate shipments, 
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merely because the Commission thought it inexpendient, although the 
company had complied with all Maryland licensing and police laws 
and regulations, and although it was conceded that the highways were 
mag angel congested and that the trucks would do no injury at alj 
o them. 

The Supreme Court held that the Commission could not do this jp 
the case of interstate shipments, and that the Maryland statute, to 
the extent that it authorized it, was void. 

Whether we agree with the soundness of this decision or not, it js 
of course, binding on the point decided, and this point, as conceded by 
the Bush Company and as emphasized by the Supreme Court, relates 
only to shipments which are exclusively interstate. 

Any bona fide motor truck line engaged in interstate commerce 
exclusively, may, if it complies with all Maryland licensing and polic. 
ing laws and regulations, carry freight continuously from points jp 
Maryland to points in another state and vise versa. 

But this decision does not authorize a motor truck line which 
operates between two states to do an intrastate business in either 
state, and therefore the Commission can refuse to permit such a com- 
pany to carry freight between any two points in Maryland. 

The company can, for example, take freight in Delaware or jn 
Pennsylvania destined to some Maryland town, and carry it there, 
But after the truck crosses the Maryland state line, it cannot stop at 
one Maryland town on its route and take on freight, destined Zor 
another Maryland town on its route, unless the Commission grants 
such permission. 

The Commission can, as heretofore, still refuse permits to aj] 
motor truck lines which operate exclusively within this state, wher- 
ever it thinks the granting thereof would be prejudical to the public 
welfare and convenience, even though such lines are willing to comply 
with the Maryland licensing and policing laws and regulations. 

And if anv motor truck line engaged in intrastate shipments only, 
wants to enter the interstate field, I see no reason why the Commis- 
sion may not impose the condition that it must give up its intrastate 
business and confine itself to interstate business only. 


Director Denney, of the Department of Public Works of the 
state of Washington, has advised Mr. Benton that the following 


policy has been adopted by the department as the result of the 
decision in the Buck case: 


It is the intention of the Department to regulate interstate auto 
transportation companies to the full extent allowed by that decision. 
The Department takes the view that the Court disapproved the 
monopolistic feature of the law; that the court did not hold the Act 
or any portion thereof invalid except that part which would give a 
certificate to one and deny to another. The Department has, there- 
fore, adopted the policy of requiring any person desiring to engage in 
interstate operations to first obtain a certificate. The certificate will 
be granted without showing of public convenience and necessity and 
without regard to the existence of other operators in the same field. 
The carrier will be required to give bond for the protection of patrons 


- and the public, to file tariffs and time schedules, to pay fees provided 


by law and to comply with the rules and regulations of the Depart- 
ment as a carrier within the state is required to do. 


ASSIGNED CAR CASE 


The United States Steel Corporation and its subsidiaries 
got into the litigation over the Commission’s orders in the 
assigned car case, in Philadelphia, by intervening in No. 3273, 
Bethlehem Steel Company et al. vs. The United States of 
America. They adopted all the allegations of the other steel 
company insofar as applicable to them and to the facts set 
forth by them in their intervening petition. They summed up 
their allegations under six heads, in substance, as follows: 

That the order denied them the right to have their coal 
transported in their own cars at rates of freight lawfuliy on 
file with the Commission when the carriers had ample motive 
power and other facilities available for the transportation of 
their coal in their cars and when the carriers were willing to 
employ their facilities for that purpose. 

That the order was unsupported by evidence and contrary 
to the evidence in the record. 

That it was inconsistent with former reports and was based 
upon an erroneous and incorrect statement of the law, and a 
misapprehension and misapplication of the evidence. 

That it was arbitrary, unreasonable and in excess of the 
power of the Commission for the reason among others, that it 
prevented the carriers transporting when the carriers were 
willing to do so. 

That it would greatly damage and irreparably injure the 
petitioners. 

That it will, if enforced, unlawfully deprive the petitioners 
of the beneficial use of their privately owned coal cars and 
their privately owned mines and steel plants, thus depriving 
them of their property without due process of law, in violation 
of the fifth amendment to the Constitution of the United States. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 15-22, inclusive, was 320,565, as compared with 295,939 
in the preceding period, while the average daily shortage was 
38 cars, according to the car service division of the Americal 
Railway Association. 

The surplus was made up as follows: Box, 99,455; vel- 
tilated box, 94; auto and furniture, 7,644; total box, 107,193; 
flat, 5,106; gondola, 81,868; hopper, 87,095; total coal, 168,963; 
coke, 1,536; S. D. stock, 20,060; D. D. stock, 2,762; refrigerator, 
13,586; tank, 295; miscellaneous, 1,064; total, 320,565. 

The shortage was made up of 10 auto and furniture, 10 
flat and 18 refrigerator Cars. 

Canadian roads reported a surplus of 24,300 box, 150 auto 
and furniture, 2,150 flat, 300 gondola, 1,100 S. D. stock, 2/0 
refrigerator, and 160 miscellaneous cars. 


April 4, 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 


problems. We do not desire to take the place of the traffic man but to 
help him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Notice of Intention to File Claim 


Pennsylvania.—Question: Paragraph six of the Terms of 
Contract on the reverse side of Western Union Telegraph blank 
provided that claims for damages resulting from the erroneous 
forwarding of message must be made in writing within sixty 
days of date that the message is received for transmission. 

Can you refer us to any decisions of the courts or of Inter- 
state Commerce Commission which determines the date that 
the cause of action arises and thus definitely fixing the date 
from which the sixty-day limitation period begins? 

In our particular case, the erroneous message was sent 
August 5, 1924, buf the bill from the railroad company show- 
ing the definite amount of excess freight charges caused by 
the erroneous message was not received until December 17, 
1924. The sender of the message notified the telegraph com- 
pany two weeks after, August 5, 1924, of the error and advised 
of the probability of a claim. However, the telegraph com- 
pany has declined the claim because it was not formally pre- 
sented until January 9, 1925. 

To what consideration are we entitled, in view of the fact 
that, prior to December 17, 1924, we did not know the definite 
amount of our loss and therefore were not in a position to 
file the formal claim. Formal claim was filed within 23 days 
from the date of payment of excess freight charges, which, as 
stated, was directly due to the error in transmitting the mes- 
sage. An answer, under the caption of “Pennsylvania,” in your 
question and answer column of The Traffic World will be 
greatly appreciated. 

Answer: In Postal Telegraph-Cable Co. vs. Moss & Co., 
63 S. E. 590, it was held that a stipulation in a contract for 
the transmission of a telegraphic message, that the telegraph 
company shall not be liable for damages where a claim is not 
presented in writing within sixty days, is a reasonable rule, 
which may be legally assented to by the sender of a message, 
and is therefore enforceable; that mere notice that a claim will 
be made is not compliance with a stipulation to present a 
claim; that the claim presented shall not only identify the 
message and state the negligence complained of, but should also 
set forth so clearly the nature and extent of the plaintiff’s 
demand as to enable the telegraph company to ascertain 
whether it is liable, and, if liable, to be informed as to the 
extent of its liability.” 

If, however, the notice given by you to the telegraph com- 
pany identified the particular message and gave the carrier 
such data as to enable it to make the necessary investigation 
as to its liability, it is our opinion that under the principle 
of the decision in the Blish case, 241 U. S. 190, this notice is 
a sufficient compliance with the provisions of paragraph 6 of 
the terms of the telegraph blank. See, in this connection, 
our answer to “Florida,” on page 1028 of the October 27, 1923, 
Traffic World, under the caption “Notice of Intention to File 
Claim Sufficient Compilance with Provisions of Section 2 of 
Bill of Lading.” 

Interest on Overcharges and Reparation 

Minnesota.—Question: With reference to your issue of The 
Traffic World of June 28, 1924, page 1618, entitled Interest on 
Reparation, we would like to know whether or not any case 


has come up, either in the lower or appellate court, relatives 


to the validity of an order of the Interstate Commerce Com- 
mission for the payment of the interest on overcharge or rep- 
aration. 

Answer: With respect to the allowance of interest on 
overcharges, see Arkadelphia Milling Co. vs. St. L. S. W., 249 
U. S. 134. With regard to interest on the amount of an award 
of reparation by the Commission, see Pennsylvania R. R. Co. 
vs.*Minds, 250 U. S. 368; Mills vs. Lehigh Valley R. R. Co., 
gh 473, and Meeker vs. Lehigh Valley R. R. Co., 236 
Reparation—Shipments Moving During Period Between Original 

ee Date and Date Following Withdrawal of Suspen- 

sion 

Utah.—Question: Can you give us reference to cases where 
the Interstate Commerce Commission has held that shippers are 
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entitled to reparation on shipments which move during sus. 
pension of proposed reduced rates, and are compelled to pay 
higher rates, when, after hearing, the proposed rates are found 
to be reasonable? 

As an jllustration I refer you to proceedings in Investigation 
and Suspénsion Docket No. 1501, where western carriers pro. 
posed and published reductions in rates on sugar from the 
West to Minnesota, etc., and eastern and southern Carriers 
requested and secured suspension of tariff, and, after hearing 
and elapse of considerable time, proposed reductions were al. 
lowed to become effective; also, in Utah State Automobile 
Association vs. A. T. S. F; R. R., Docket No. 10856, where 
the Commission ordered reduced rates published on gasoline, 
but upon request of carriers Commission allowed suspension 
of their order granting reduced rates, but upon further hear. 
ing proposed reductions were found to be proper and became 
effective. 

In these instances it would appear to be prima facie evi- 
dence that the shippers were entitled to reparation on ship. 
ments moving during the period of suspension, inasmuch as 
they would have had the benefit of such reductions had rates 
been allowed to go into effect. 

Will thank you for your opinion and reference to cases 
bearing upon this question. 

Answer: See, with respect to this question, the Commis. 
sion’s opinion in Docket 14805, Continental Coffee Co. vs. A. T. 
& S. F., 89 I. C. C. 150; also the following cases: 59 I. C. C. 
563, Parkersburg Rig & Reel Co. vs. D. G. et al.; 53 I .C. C. 
37, Nashville Traffic Bureau vs. L. & N. R. R. Co.; 46 I. C. C. 
299, Southwestern Millers’ League et al. vs. A. T. & S. F. et al.; 
39 I. C. C. 88, Arlington Heights Fruit Exchange et al. vs. South- 
ern Pacific Co. et al.; 29 I. C. C. 424, Arizona Corporation Com- 
mission vs. Arizona & New Mexico Ry. Co. et al. 

Delivery by Carrier—What Constitutes 

New York.—Question: Our plant is located on the A Rail- 
road, performing only switching service from B Railroad to 
private or industry sidings. The switching charge of the A 
Railroad is absorbed by the B Railroad. All carload shipments 
destined to our private sidings are turned over by the B Rail- 


road to the A Railroad for switching to our siding. Less-car- | 


load shipments are loaded into ferry cars by the B Railroad 


and are also turned over to the A Railroad for switching to © 


our siding. 


It is the practice of the A Railroad to perform the switch- 
ing service as above between the hours of 11 p. m. and 6 a. m., 
during which time our plant, of course, is closed. When these 
cars are placed on our siding, no opportunity is afforded us 
to determine whether or not they are under original seal se- 
curity, for the reason that our plant is not in operation. 


We have several claims filed against B Railroad for petty | 


pilferages from these cars, which claims have been declined 
with advice that their records show such cars were delivered 
the A Railroad under original seal security and the records 
of the A Railroad show such seals were intact when the cars 
were placed on our siding between 11 and 12 p. m. Our inves- 
tigation shows that these cars when examined the following 
morning at 8 a. m., when our plant was opened, were without 
seal security or one of the seals was tampered with. The B 
Railroad state that their responsibility ceases when cars are 
placed on our siding by the A Railroad under original seal 
security. 

If decisions have been rendered by the courts in similar 
cases, will thank you to furnish us with reference to such de- 
cisions. Will also appreciate your opinion as to the responsi- 
bility of the railroads. Does their responsibility cease, as con- 
tended above or are they responsible until we have had an 
opportunity to inspect the cars at, say, 7 a. m. of the morning 
following delivery of such cars? Deliveries at night are not 
made on our request. 

Answer: With respect to deliveries on carrier’s team 
tracks. the opinion of the Supreme Court of the United States 
in Michigan Central R. R. Co. vs. Mark Owens. 256 U. S. 427. 
definitely fixes the liability of the carrier as that of a carrier 
and not a warehouseman for a period of 48 hours after the 
first 7 a. m. after notice of arrival has been sent or given the 
consignee, and this notwithstanding the fact that a consignee 
may have begun the unloading of the goods within that period 
of time. The Supreme Court held in this case that until all 
of the goods have been taken from the car the liability of the 
carrier as such continues for the 48-hour period, after which 
time its liability is that of a warehouseman, and as such it is 
liable only for negligence, the burden to prove which is upon 
the owner. 

So far as the question of delivery by a carrier on private 
or semi-private industry tracks is coneerned. there are no de- 
cisions of the Supreme Court of the United States which de- 
termine definitely when delivery has been made by a carrier, 
so that we must be governed by the decisions of the state 
courts, which are not at all uniform nor recent enough in view 
of the changes made in the bill of lading by which the clause 
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relating to the liability of a carrier after cars are detached 
from the train was eliminated in compliance with the Com- 
mission’s findings in the bill of lading case, Docket 4844, 64 
I. C. ©. 357. We have reference to paragraph 4 of section 4 
of the Uniform Bill of Lading, which, prior to the opinion of 
the Commission in the above referred to case, read as follows: 


. 
Property destined to or taken from a station, wharf, or landing 
at which there is no regularly appointed agent shall be entirely at 
the risk of the owner after unloading from cars or vessel, and when 
received or delivered on private other sidings, wharves, or landings, 


shall be at owner’s risk until the cars are attached to and after they 
are detached from trains. 


A portion of this clause has been eliminated from the new 
bill of lading prescribed for use on and after March 15, 1922, 
and paragraph (g) of section 4 thereof now reads: 


Property destined to or taken from a station, wharf or landing 
at which there is no regularly appointed freight agent shall be en- 
tirely at risk of the owner after unloaded from cars or vessels, or 
until loaded into cars or vessels. 


The decisions of the state courts passing upon the liability 
of the carrier for loss or damage to goods in cars when deliv- 
ered on private or semi-private tracks, ag a rule involve the 
construction of the provision relating to the liability of the 
carrier for goods delivered or received on private or other sid- 
ings before or after the car has been detached from the train, 
which was carried in the bill of lading previous to the revision 
of March 15, 1922. 

The following cases relate to the liability of the carrier for 
loss of or damage fo goods delivered on private industry tracks. 
Mo. Pac. R. Co. vs. Wichita Grocery Co., 40 Pac. 899 (Kan.). 
Two cars were placed on a consignee’s siding on Saturday 
and burned before business on the following Monday; it was 
held that the cars had not been delivered and that the carrier 
was liable for the loss. Jolly vs. A. T. & S. F., 131 Pac. 1057 
(Calif.). This case covered a car placed in front of the con- 
signee’s warehouse on a siding serving the consignee and 
others, on Saturday afternoon after 5 o’clock. The contents 
of the car were damaged by fire. It was held that the car had 
not been delivered and that the carrier was liable for the dam- 
age. Bianchi & Sons vs. M. & W. R. Co., 104 Atl. 144 (Vt.). 
It was held in this case that a car delivered on a private switch 
without notice to the consignee and without surrender of a 
straight bill of lading, had been properly delivered and the 
carrier was not liable for loss of goods therefrom. In this case 
the court held that the mere placing of the car upon the con- 
signee’s side track constituted delivery by the carrier and ac- 
ceptance by the consignee, but the court qualified its decision 
by calling attention to the fact that the shipment consisted of 
monuments, which by reason of their nature were not likely 
to be stolen. 

In Arkansas Midland R. Co. vs. Premier Cotton Mills, 158 
S. W. 149 (Ark.), which covered delivery on a private side 
track, it was held that the carrier was not liable for destruc- 
tion, as delivery had been made. In Weyl vs. Sou. Pac. 156 
Ill. Ap. 193, it was held that a complete delivery of merchandise 
by the carrier to the consignee terminating the former’s lia- 
bility takes place if the car containing the merchandise is 
placed by the carrier upon the usual and customary place where 
the consignee received consignment of freight in cars, and 
notice of delivery by the carrier to the consignee is not essen- 
tial, nor does the closing of the place of business of the con- 
signee operate to continue the liability of the carrier for de- 
livery made in accordance with instructions given. 

In Kingman St. Louis Implement Co. vs. Sou. Ry. Co., 112 
S. W. 721, it was held that even though a consignee had the 
right to inspect cars of freight placed on its switch before 
accepting them, a delivery on the switch, subject to the right 
of inspection, relieves the carrier from liability as a common 
carrier unless the consignee, on inspection, rejected the freight, 
notified the carrier thereof, and in an action against the carrier 
for damage to the goods by flood, the evidence showed that 
the cars had been delivered to the plaintiff in good condition 
before the flood, so that its liability as carrier had ceased when 
the goods were damaged. 

Overcharge—Proof of Nature of Shipment Where Incorrectly 
Described in Bill of Lading 

Pennsyivania.—Question: On several shipments of ours the 
description given on the bill of lading was not the proper one 
to give us the benefit of cheapest rates and we intend to obiain 
refund through claims. 

Just what proof should be sufficient to satisfy carrier that 
the material involved in the past shipments is legally entitled 
to the corrected description and cheaper rate? 

Answer: We would suggest that, in addition to an affidavit 
from the consignor and consignee as to what the shipments 
actually consisted of, you secure and furnish to the carrier, if 
possible, the original invoice, together with the contract of sale 
if in writing, connecting up, if necessary, the dates thereof 


with the dates of the movement of the cars over the lines of 
the carriers involved, 
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Furthermore, if the goods shipped can at this time be iden. 
tified at the places where delivered, and in any manner con. 
nected with the bill of lading contracts entered into with the 
carriers, that the carriers be invited to inspect the goods for 
the purpose of satisfying themselves that the commodity shipped 
was as you represent it to be in your claims for a refund of 
freight charges. 
Liability of Carrier Where Goods Accepted for Shipment Are 

Improperly Packed 

New York.—Question: What authority under the interstate 
commerce act or under what ruling of the Interstate Commerce 
Commission does the carrier have the right to place a notation 
on the bill of lading at time of receipt of shipment stating that 
a package is received in a damaged condition? In your an. 
swer please cover the point where the carrier notifies the ship. 
per and receives his verbal permission to place the notation 
or in the case where the carrier places notation on the bill of 
lading without taking up with the shipper and giving them an 
opportunity to recooper the damaged package. 

Answer: One of the exceptions to the carrier’s common- 
law liability arises in cases where the injuries are due to the 
improper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is simply to carry goods in the condition in which they 
are offered, and that, where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to such 
defect, whether the defect in the packing is latent or not. 
Cohn vs. Platt, 43 Misc. 378, 95 N. Y. S. 535; Nelson vs. Stephen- 
son, 12 N. Y. Super. 588; R. Co. vs. Oil Co., 249 Fed. 308; R. 
Co. vs. Morris, 249 Fed. 312. 

This principle would seem to be especially applicable where 
the shipper failed to comply with a rule of the Interstate Com- 
merce Commission prescribing the method for packing goods 
of the character which were destroyed. However, the fore- 
going view has not met with universal approval, and a number 
of decisions hold that the carrier, being entitled to reject de- 
fectively packed goods tendered for shipment, if it accepts for 
transportation goods which it knows are defectively packed, 
or which by the exercise of reasonable care it could have ob- 
served were defectively packed, it assumes to carry the goods 
as they are, and its common law liability as carrier attaches, 
and it is subject to all the liabilities usually attaching to an 
ordinary shipment of the same character. But even where this 
view prevails, it cannot be said that the carrier must, at his 
peril, know that the goods are not in fact safely packed. North- 
western Marble, ete., Co. vs. Williams, 128 Minn., 514, 151 
N. W. 419. 

The decision in Mitchell vs. Nor. Pac. S. S. Co. (Calif.), 218 
P. 293, if followed by the courts, would seem to place liability 
on a carrier, notwithstanding the shipper’s permission to place 
a notation on the bill of lading, if its negligence contributed 
to the injury of the goods. - 

In this case, the court said: 


A carrier in this state cannot by any agreement made in antici- 
pation thereof exempt itself from liability for damage occasioned by 
the gross negligence, fraud, or willful wrong of itself of its servants, 
Civ. Code, Section 2175. If goods are improperly packed, and this 
fact is not apparent or known to the carrier, it is not liable for 
loss or injury due to such improper packing, if it is itself free from 
negligence. Conversely, if the carrier is guilty of negligence but for 
which the damage would not have occurred, the carrier is liable 
even though the improper packing is not apparent. If the goods 
presented for carriage are not properly packed, and that fact is 
apparent to the carrier or his servants upon ordinary observation, 
the carrier may refuse to receive them in that condition; but if it 
does accept them it must handle the shipment with reference to 
such defective condition and is liable for loss or injury thereto if 
negligent in respect thereof. Northwestern Marble & Tile Co. vs. 
Williams (Minn.), 151 N. W. 419; Ill. Cent. R. Co. vs. Rogers & 
Thomas (Ky.), 172 S. W. 948; Duncan vs. G. N. (N. D.), 118 N. W. 
826; Union Cypress Co. vs. Graham, 26 Ohio St. 595, 598; A. C. L. R. R. 
Co. vs. R. Co. (Ala.), 52 Sou. 918. 


Shipper’s Load and Count 

Kansas.—Question: We have noted with interest your an- 
swer to “Illinois” on page 516 of your issue of February 21 
and to “Massachusetts” on page 308 of your issue of January 
31, under the caption, “Shipper’s Load and Count.” We notice 
in your reply to “Massachusetts,” that the effect of the “Ship- 
per’s Load and Count” notation on a bill of lading is to place 
upon the shipper the burden of proving that the amount stated 
in the bill of lading was actually loaded. We would like to 
ask of what this burden of proving consists, that is, what evi- 
dence of loading is required by the courts to show that the 
shipment was loaded ag billed? 

In our business we operate several cars, known as peddler 
cars, breaking bulk at a certain point and peddling to several 
stations along one or more lines. Our loading and billing is 
not done under the supervision of the railway only to the ex: 
tent that our billing is verified, generally the following day 
by the auditor of the W. W. & I. B., and our loading is, at 
various times inspected by this official to investigate as to the 
proper stowing of shipments and to see that they are loaded 
in station order. 


These shipments ofttimes consist of several boxes or pack- 
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PEORIA °;; FAST FREIGHT SERVICE 


DAYS REG 
H EAVILY“CON 
\ 
St Louls o. 


PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 

PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 

INQUIRIES 


uictren PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 


: “Peoria, the Two Hundred 
Read This B ook— Millior, Dollar Market” 


You will understand why PEORIA 
We have listed a few of the Commodities . . a . 
Ais : Ag is the logical center of distribution 
distributed in Peoria in 1924 “algae 
for Central Illinois. 
Autos, & Accessories 


Athletic Goods 9 . Bitte 
Bakery Products ; 
Building Supplies 

Dairy Products 

Confectionery and Cream 

Clothing, Men’s and Boys’ 

Clothing, Women’s 

Tobaccos 

Drug and Toilet Goods 

Furniture, Household 

Groceries, Provisions, 

Hardware, small general 

Hosiery and Knit Goods 

Jewelry Wares 

Machinery and Implements 

Musical Instruments 

Trunks and Bags 

Shoes, Leather and Rubber 


The existing freight rate structure permits these 
commodities to be brought into Peoria for transit 
and the same commodity or product then later re- 


shipped to destination _at the through rate from Modern Fire-proof Building, 7 Spacious Floors Containing 
point of origin to destination. 135,000 Square Feet Floor Space 


FEDERAL WAREHOUSE CO., pcoria, ILLINoIs 


Branches: CHICAGO, 427 W. Erie St. NEW YORK, 100 Broad St. SAN FRANCISCO, 625 Third St. 
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ages for a consignee and we ofttimegs experience shortages at 
destination. These shortages sometimes are located and re- 
turned to the proper destination and sometimes fail to show 
up, and in which case when we file a claim, after the railroad 
company has investigated the run of the cars and is unable 
to find where packages checked over at any other station, and 
if the car opened at the break bulk point under our seals, they 
invariably wish to compromise on the settlement of the claim 
on a 50 per cent basis. 

Before filing our claims for shortages, they are referred 
to the auditor ofythe W. W. & I. B., so that he can investigate 
our records and in turn furnish us with his report, which is 
attached to the claim showing that our records are clear as 
to our loading and billing. At your convenience, we will thank 
you to advise us through your department in The Traffic World 
as to your opinion of the right of the carrier insisting on a 
50 per cent settlement. 

Answer: Ag we have stated in the answer to “Massachu- 
setts,” on page 308 of the January 31, 1925, Traffic World, 
where a shipper’s load and count notation is placed on the 
bill of lading by the carrier, the receipt given by the carrier, 
as evidenced by the issuance of the bill of lading, is a qualified 
one, and it becomes a matter of proof, when suit is brought 
by the shipper, as to whether the amount specified in the bill 
of lading was actually loaded, after it has shown that a lesser 
amount was delivered at destination. The fact that the load- 
ing and counting was done by the shipper, without supervision 
or check by the carrier, necessarily places upon the shipper 
the burden of showing that the amount stated in the bill of 
lading was, in fact, loaded into the car. 

How this burden of proof is to be met is a matter to be 
determined by the shipper in a given case, the handling ac- 
corded the shipment by the carrier apparently being a circum- 
stance to be taken into consideration in weighing the evidence 
submitted by the shipper, which may consist of the testimony 
of the party who loaded the car, as to the loading and counting 
of the shipment when it wag placed in the car. See the de- 
cisions in Lewis Poultry Co. vs. N. Y. C. R. R. Co., 105 Atlantic 
109, and Palmetto Fertilizer Co. vs. C. N. & L. Ry., 83 S. E. 36. 


NEW COMPLAINTS FILED 
No. 16479, Sub. No. 1. Chattanooga Sewer Pipe Works et al., Chat- 
tanooga, Tenn., vs. Alabama & Vicksburg et al. 

Unreasonable rates on clay products used for water meter 
boxes and construction of septic tanks from Chattanooga, Tenn., 
Rome and Macon, Ga., and North Birmingham, Ala., to points in 
Kentucky, Louisiana, Mississippi, Alabama, Georgia, Tennessee, 
Florida, Virginia and the Carolinas. Asks cease and desist or- 
der, reasonable rates, and reparation. 

No. 16613, Sub. No. 1. The Grand Forks Commercial Club, Grand 
Forks, N. D., vs. Ahnapee and Western et al. 

Rates in violation of the first three sections of the act, on 
Potatoes from points in the Red River Valley to points in Wis- 
consin, Iowa, Illinois, Tennessee, Mississippi, Alabama, Missouri, 
Kansas, Oklahoma, Arkansas and Louisiana, as compared with 
rates from Colorado points and from points in Minnesota and 
Wisconsin, generally known as the Princeton-Cambridge group, 


to the same destinations. Asks cease and desist order and just 
and reasonable rates. 


No. 16657, Sub. No. 1. W. Ames & Co. et al., Jersey City, N. J., vs. 
Boston & Albany et al. 


Rates in violation of section 1, 2 and 3 of the act, on scrap 
iron and steel from points in New England states to Jersey City, 


= J. Asks cease and desist order, reasonable rates, and repara- 
on. 


CARRIERS NOT PRESENT 


The Trafic World Washington Bureau 

Arguments about the proper rates to apply on grain from 
the Snake River country, in eastern Washington and Oregon, 
to Portland, on the one hand and Puget Sound ports on the 
other, were made to the entire Commission on March 30 in 
No. 15759, Walla Walla County Farm Bureau et al. vs. North- 
ern Pacific et al. The case was out of the ordinary in that 
the carriers took no part in it, but allowed the rival ports to 
fight out the question of differentials. 

At present, rates from the territory in question, to Port- 
land, are two cents per 100 pounds less than to Seattle and 
the other Puget Sound ports. The complainants, growers of 
grain, desire the ports to be restored to the parity of rates that 
existed before the Commission gave Portland a differential 
under the Puget Sound ports. Their idea, as put forth in the 
argument in the case, was that by giving Portland a differen- 
tial adjustment the Commission limited the competition for 
their grain. The Portland idea, as put forth in the argument, 
was that the farmer gets the terminal price, less freight, and 
that, therefore, by reason of the differential, amounting to 1.2 
cents per bushel, the Snake River country farmer profits by 
that differential. 

W. F. Crowe, John H. Dunbar, O. O. Calderhead and S. J. 
Wettrick represented the complainants and the grain buyers 
of the Puget Sound ports; W. C. McCulloch and W. P. Ellis, 
the Portland and Oregon state interests. The Portland men 
combated the theory that the differential resulted in a restric- 


Vol. XXXV, No. 14 


tion of competition and therefore placed the complainants at 
the mercy of the Portland dealers. Mr. McCulloch said he had 
put a witness on the stand to show that the complainants 
obtained the full benefit of the differential and that the Port. 
land buyers could not combine to give less than the terminal 
market price, minus the freight rate, and that, therefore, the 


Snake River country farmers weer benefited and not hurt by the 
adjustment. 


SAND AND GRAVEL RATES 


E. L, Maynard, for the Brownell Improvement Company, 
Thornton, Ill., and W. R. Sandborn, for the Lehigh Stone Com- 
pany, Lehigh, Ill., were the protestants’ witnesses at the con- 
tinued joint hearing of I. and S. 2306 and 2307 before repre. 
sentatives of the Illinois and Indiana commissions and Exam. 
iner Disque, at Chicago, March 27. Proposed increases on sand, 
gravel and crushed stone, moving between Indiana and Illinois 
points, are involved in the cases. 

Mr. Maynard testified that the firm he represented had no 
objection to the increase to 70 cents a ton on shipments to 
Danville, Ill., and intermediate points, because that was a gen- 
eral increase and no discrimination resulted. But with regard 
to the increases to Pana and Greencastle, he said there was 
an objection, because the plant at Thornton would not be able 
to sell its products in competition with the Lehigh Stone Com- 
pany, one of its chief competitors. 

Mr. Sandborn testified briefly as to the history of the at- 
tempts by the carriers to readjust the rates in the territory 
involved, and said he had warned them in 1923 that their efforts 
would result in a long drawn out series of hearings that would 
do no one any good. He introduced an exhibit showing 25 
points to which the roads proposed advances in which he was 
willing to concur. He opposed, however, the increases to other 
points. He introduced a map exhibit, showing the points in- 
volved and also adjacent origin and points that would be neces- 
sarily involved, but which, he said, the carriers had overlooked. 


VALUATION PROCEEDINGS 


That it is not “humanly possible to complete valuation 
work in three years’ time” is the view held by John E. Belton, 
general solicitor of the National Association of Railroad and 
Utilities Commissioners. Mr. Benton has expressed this view 
heretofore and now says he has added reaon for that belief 
because of the decision of the federal court for the Southern 
district of California in Los Angeles & Salt Lake Railroad vs. 
United States, involving the valuation of the Salt Lake. (See 
Traffic World, March 28, p. 814.) After reviewing the decision, 
Mr. Benton, in a bulletin to members, said: 


It will thus be seen, as I have already said, that the opinion 
decides two points only, which are these: (1) that the court upon 
complaint of a carrier has jurisdiction to review a valuation order 
of the commission; and (2) that upon such review, if new evidence 
is offered by any party, the new evidence must be certified to the 
Commission, and a reasonable time (in this case fixed at six months) 
allowed to the Commission to make such revision, if any, of the 
valuation involved as it may desire to make, whereupon (in the event 
either of Commission action or non-action) the court will proceed to 
render judgment. ; 

Thus in every valuation case that is taken to court the introduc- 
tion of any new evidence will result in an automatic reopening of 
the consideration of the valuation involved by the Commission, with 
a necessarily rather extended period allowed to the Commission for 
such reconsig@ration. 








PROPOSES NEW EASTERN LINE 


T ew York, Pittsburgh & Chicago RailroadX\a corpora- 
tion ofganized to construct and operate a railroad, and which 
says # has no relation at present, traffic or financial, to any other 
operating or non-operating railroad corporation or corporations, 
has applied to the Commission for authority to construct 344 
miles of line in Pennsylvania. 

The applicant said the line would begin in Allegheny, Pa., and 
end in Easton, Pa., a distance of 283 miles of main line, with a 
31-mile branch beginning at Allegheny City and running to North 
Sewickley, and a 30-mile branch running from Pittsburgh Junc- 
tion to Pittsburgh, Pa. The applicant said the line would reduce 
the distance between New York and Pittsburgh and provide a 
low grade route for through traffic between New York harbor 
and the West, via Pittsburgh, thereby expediting the movement 
of traffic and reducing delays and congestion that now existed. 
The application was signed by F. A. Molitor, president of the 
company. 


AUTOMATIC TRAIN CONTROL 


E. H. DeGroot, Jr., of the Commission, has sent letters to 
Hale Holden, president of the Chicago, Burlington & Quincy; 
H. W. Miller, vice-president of the Southern, and J. J. Pelley, 
vice-president of the Illinois Central, notifying them that the 
Commission’s engineers have completed preliminary inspection 
of the installation of automatic train control devices on des- 
ignated sections of the railroads named. The letters set forth 


criticisms and comments as to the train control devices 
involved. 
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French Lick Springs 


Hotel 





—the ideal location for your next convention 


Before you come to any decision as to the location of your next 
convention, by all means do yourself the justice of learning what 


Special Convention Advantages 


It is perhaps because it has been especially planned to 
accommodate conventions that French Lick Springs 
Hotel makes so strong an appeal to the secretaries of 
associations or fraternal organizations, to the sales man- 
agers or other directors of business institutions, who 
have the responsibility of choosing a meeting place. 


Here, the participants at the convention are all housed 
under one roof. They are within three minutes walk of 
the hotel when they arrive at the picturesque French 
Lick railroad station. They are constantly available at 
all hours for regular or emergency business sessions. And 
business is transacted in the well-lighted and ventilated 
large new convention auditorium with its seating capac- 
ity of 1500 and its adjacent large private hall and com- 
mittee rooms for special displays or sectional meetings. 


Wide Variety of Diversions 


These conveniences mean that regular business is fin- 
ished more quickly, allowing everybody more time than 
usual for indulgence in the various amusements and 
diversions with which French Lick Springs is so ade- 
quately supplied. 


French Lick Springs and its magnificent modern hotel have to offer. 


ADDRESS CONVENTION SECRETARY 


Two 18-hole golf courses; one, the easy, older course, 
practically at the hotel doorstep; and the other, the 
famous championship Upper Course, a few minutes bus 
ride distant, offer convention participants ample oppor- 
tunity for private play or for organization tournaments, 


Among other attractions are two well-kept tennis 
courts and a fine stable of thoroughbred riding horses 
ranging in temperament from the very spirited to the 
most docile; while the surrounding country-side, with 
its beautiful winding trails, adds new delights to horse- 
back riding or tramping afoot. 


‘ In the hotel building is every approved type of thera- 
peutic bath in addition to swimming pools, one for 
men and one for women. 


Write Now for Further Details 


Every season is a good season at French Lick Springs; 
so, no matter what time of year your convention will be 
held, it will be of value for you to find out everything 
there is to learn about this accessibly located conven- 
tion site. Remember, rooms and meals are included in 
the rate you pay which means that expenses can be gauged 
almost to the dollar in advance. Write today. Your time 
will be saved if you give as much data about your re- 
quirements as possible in your letter of inquiry. 


FRENCH LICK SPRINGS HOTEL CoO., French Lick, Indiana 


“The Home of Pluto Water” 
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Steamer ‘“‘ACE’’ Steamer “KING”’ 


These 4 New Steamers at Your Service 


With the accent on the “Service.” 





To insure serving you better we purchased four of these exclusive pack- 
age-freight carriers. Here are a few reasons why: 


First—To permit prompt sailings from Duluth and Port Huron every 
other day. 


Second—They’re sister ships and are specially equipped with the 
latest devices for careful, yet rapid loading and handling—whether 
through gangways or over side. 


Third—To reduce breakage, we use skids or slides for flour and 
sacked goods instead of the usual dumping methods. 


Fourth—Each boat has the most modern refrigerated equipment 
located between decks which permits trucking in on a level and 
avoids handling produce by hoists. 


Fifth—We’ve even built uniform gangways on our docks to fit our 
boat openings just to insure greater safety in loading and unload- 
ing your merchandise. 


But—we offer more than mere boats with superior equipment. We also 
assure our shipping friends that constant, personal attention which is the 
real, determining factor in any form of service. 

We are determined to please you. 


Note:—As a precautionary measure, we’ve also chartered the 3 steamers: Spokane, 
Palmer and Brandon to insure adequate service at the opening of navigation. 


Minnesota-Atlantic Transit Co. (‘temis! ) Duluth 


F. R. Levins, Vice Pres. in Charge of Traffic A. R. Sheff, General Freight Agent 
AGENTS 

Minneapolis—J. L. Losie,West. Traf. Mgr.: E. E. Swan, Comc’l Agt., 205 Metropolitan Life Bldg. 

St. Paul—R. L. McDorald, Gen’l Agt., 709 Merchants Bank Bldg.: Detroit—W. A. Young, Gen’l Agt., 1500 Real Estate Bldg. 

New York—G. Paterson, East. Mgr.: George P. Russell, Gen’l Agent: I. R. Jones, Trav. Frt. Agt., 17 State Street. 












Steamer “QUEEN’’ Steamer “‘JACK’’ 
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This Great Duluth Terminal Is Also 


at Your Service 


Duluth is the extreme western terminus of the Great Lakes,—the nat- 
ural gateway and economic distributing point to the great North West also 
the terminal of 9 Northwestern Railway Systems. 


Located in the very heart of Duluth Harbor in the midst of these rail- 
road yards with excellent rail, dock and transfer connections, the center of 


the wholesale district and also the terminal for the Minnesota-Atlantie Tran- 
sit Co. 


Our great, fireproof, concrete warehouse (10c Insurance Rate) is the 
last word in terminal equipment. It contains 1,000,000 cubic feet of Cold 
Storage and 350,000 square feet of General Storage Space. 

We offer unusual facilities in every branch of warehouse service: 


Receiving General Storage Concentrating 
Shipping Distributing Forwarding 
Cold Storage Manufacturing and 
Financing Office Space 


We also offer the services of our experts in the various departments; 
specialists who are always anxious to co-operate with you and win your con- 
fidence by serving you the way you wish to be served. 


Ask for illustrated literature, tariffs and full information. It will prove 
a revelation to you. 


The McDougall Terminal Warehouse Co., Duluth 
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ocket of the Commission 
— maior _ — 
Note. Items In the Docket marked with an asterisk (*) are new Val. Dkt, No. 387—In re tentative valuations of the properties of the 
having been added since the last issue of The Traffic World. Cancel- Illinois Central R. R. Co. et al. 
lations and postponements announced too late to show the change In Val. Dkt. No. 349—In re tentative valuations of the properties of the 
this Docket will be noted elsewhere. waa = Pa = — = R. = = - “s . 
: al, . No. 354—In re tentive valuation o e110 o 
April 6—Lynchburg, Va.—Examiner Knowlton: Batesville Southwestern R. R. and R. J. Darnell, heewes.” be 
1. and S. No. 2369—Class rates from Eastern points to points in Val. Dkt. Ne. 384—In re tentative valuation of the property of the 
West Virginia. Chicago, Memphis & Gulf R. R. Co. 
April 6—Charleston, W. Va.—Examiner Fuller: be Dkt. No. 388—In re tentative valuation of the property of the 
16260—Fenimore Collieries Company vs. C. & O. Ry. et al. ensington & Eastern R. R. Co. 
April 6—Washington, D. C.—Examiner Sweet: , on Ctie—Eraminer Weedrow: 
Val. Dkt. No. 336—In re ‘tentative valuation of the property of the “i a — Metal Manufacturing Company vs. A. C. & ¥. EDI 
Long Island Railroad. tous (and Sub. Nes. 1,2 one 3)—Diebold Safe & Lock Company vs, 
April 6—Washington, D. C.—Examiner Turner: rector General, b. Kh. Kt. 
Finance No. 3875—Excess income of the Oneida & Western Railroad a a Canton Drop Forging & Mfg. Co. et al., vs. B. & O. R. RB. cul 
Company. 3 
. April 13—-New York, N. Y.—Examiner Griffin: DE 
April 7—Washington, D. C.—Examiner Flynn: 1641 . Nos. bead 
1. and S. No. 2336—Classification ratings on radio sets. ye Ry R 9 vy she Reytien Powder Compeny ve, 
April 8—Roanoke, Va.—Examiner Knowlton: 16490 (and Sub. No. 1)—E. 1. duPont deNemours & Company vs. 
Portions of fourth section application No. 928, filed by Virginian Ry., Illinois Central R. R. et al. 
in re rates on grain, grain products and grain by-products from 16655—The Grasselli Chemical Company vs. A. G. S. R. R. et al. 
St. Louis, Mo., and points in C. F. A, territory to local stations 16490—Sub. No. 2—Armour Fertilizer Works vs. Ill. Cent. R. R. et al. 
on the Virginian Ry., etc. — No. 3—Moncanto Chemical Works vs. M. O. R. R. 
et al. 
April 8—Phoenix, Ariz.—Examiner Gaddess: 
’ ee Produce Co. vs. 0.-W. R. R. & April 13—Louisville, Ky.—Examiner Trezise: 
“a oe a My a oe - 16741—Kosmos Portland Cement Company vs. Ill. Cent. R. R. et al. 
16354—Harry E. Macia, Tombstone, Ariz., vs. Santa Fe et al. April 13—Washington, D. C.—Examiner Law: 
April 8—Argument at Washington, D. C.: add i iii a 3633—Excess income of the Bessemer & Lake Erie 
15909—The Riverton Lime Company et al. vs. Aberdeen ockfis ~ m. . 
"1 R. et al. — Finance No. 3966—Excess income of the Union Railroad Company 
15844—Washington Publishers’ Association et al. vs. B. & O. R. R. (of Pensylvania). 
et al. April 14—Detroit, Mich.—Examiner Woodrow: 
14361 Sub. No. 1—Virginia Chamber of Commerce, Virginia, Minn., 16610—William D. Lane, doing business as W. D. Lane & Co., et al. 
vs. Ann Arbor R. R. et al. vs. Southern Pacific et al. 
April 8—Fairmont, W. Va.—Examiner Fuller: April 14—Washington, D. C.—Examiner Sweet: 
16232—Diamond Coal Company vs. Monongahela Ry. et al. Val. Dkt. No. 363—In re tentative valuation of the properties of 
April 8—Roanoke, Va.—Examiner Knowlton: Chicago Great Western Railroad Company et al. 
asta Wan, Coft corporation 7m SG. ARR Reteh Apel, 15 Pittaburgh, Pa Examiner Koebel 
p r » VD. ©.: —H. J. Heinz Co b . a. R. 
13472—United Paperboard Company, Inc., vs. G. & J. Ry. et al. hearing). " a a a nn, oS. Se, Coe 
i. “yo Steel Company vs. Director General, P. & O. V. 16737 ions Sub. Nos. 1, 2 and 3)—Pittsburgh Knife & Forge Co. 
y. et al. va. FP. HB. KR. et al. 
eS Steel Car Company vs. Director General, B. & O. April 15— Argument at Washington, D.C: 
. R. . nance No. 00—Application of Maine Central R. R. Co. for au- 
April 40—Parkersburg, W. Va.—Examiner Woodrow: thority t i t ’ 
P (and ‘Sub, No. 1)—The Parkerabere Wir & Weel Company ¥. 4 on pie Mas =— control of the Hereford Ry. Co. by purchase 
B. & O. KR. R. ot al. inance No. 4301—Application of Maine Central R. R. " - 
16465—The Parkersburg Rig & Reel Company vs. B. & O, R. R. et al. thority to abandon operation of the Hereford By a ’ 
April 10—Washington, D. C.—Examiner Law: April 15—Detroit, Mich.—Examiner Woodrow: 
reece py Eee income of the Lehigh & New England 1. and S. No. 2334—Switching live stock at Detroit, Mich. : 


April 10—Argument at Washington, D. C.: 

1. and S. No. 2140 (and first and second supplements)—Loading 
and unloading carload freight at points in Trunk Line and C. 
F. A. territories. 

1. and S. No. 2189—Loading and unloading carload freight at points 
in Trunk Line and C. F. A. territories (2). 

1. and S. No. 2273—Loading and unloading carload freight at points 
in Trunk Line and C. F. A. territories (3). 

Finance No. 4092—In re application of Quebec Extension Railway 
Company for a certificate of public convenience and necessity. 

April 11—Philadelphia, Pa.—Examiner Griffin: 

14144 (and Sub. No. 1)—Ceramic Traffic Association vs. Maine Cen- 
tral R. R. et al. (Further hearing solely for the purpose of per- 
mitting the Trenton Flint & Spar Co. to prove damage.) 

April 11—Atlanta, Ga.—Examiner Knowlton: 
16683—George cd. Speir, Inc., vs. A. G. S. R. R. et al. 
16749—Williams-Thompson Company vs. A. & W. P. R. R. et al. 
Awe 13—Washington, D. C.—Examiner Kelley: 
al, Dkt. No. 271—In re tentative valuation of the property of Ken- 
tucky Midland Railroad Company. 

Val. Dkt. No. 395—In re tentative valuation of the property of Dun- 

leith and Dubuque Bridge Company. 








April 15—Louisville, Ky.—Examiner Trezise: 


I. and S. No. 1563—Livestock to, from and between point he 
Southeast. (Further hearing.) pee & ¢ 


April 15—Galveston, Texas—Examiner Disque: 
10049—In re Sugar I.and Railway Company (further hearing). 
April 15—Washington, D. C.—Examiner Turner: 


Finance No. 3840—Excess income of the Mi 
pg Rg Fry e ssouri & Illinois Bridge 


EASTERN CLASS RATE HEARINGS 


Commissioner Eastman, after consultation with counsel, an- 
nounced, April 3, that the next hearing in the eastern class 
rate case would begin June 15, in Washington, though he sug- 
gested that it might be in Boston, if desired. At that time 
New England and trunk line shippers will be heard. Some time 
before midsummer, he said, a hearing would be had at Chicago, 
at which Central Freight Association shippers would be heard. 


Shippers at border points might be heard at either place, as 
they elected, he said. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU CHARLES 


150 Nassau Street New York, N. Y. 


Established 16 Years 
Traffic Managers 
Rate Compilation 
Freight Bills Audited 
Routing and Tracing 


General Freight Service Association 


RATE SURVEYS 
Interstate Commerce Cases 


Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 
mn ag ome wpe 5 erm Ape gly tary 
and demurrage audited. Loss and Dam- 


Claims settled. Car tracing b: . Rates and 
nies furnished. Reference: St. em National Bank. 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 
630-632 Transportation Building 
Washington. D. C. 


GEORGE LYNCH TILLERY 
Consulting Traffic Analyst 


1518 PENNSYLVANIA BUILDING 
PHILADELPHIA, PA. 
Phones: Rittenhouse 5411 and Overbrook 4008-W 


E. BELL BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and Transportation Matters 
Interstate Commerce and State Commission 


E. W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Oakland 
Bank of Italy Bldg. 
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Are You a “GO-GETTER ?” 


There’s Plenty of Business Waiting for You 
In This Territory 


April 





One of the Strongest Selling Points is 


Quick Delivery 
via Electric Freight 


It will pay you to investigate our 
Superior Freight Service. Write 


Central Electric Traffie Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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the shortest am. x 
“Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


FAY HARRISEURE 
PITTSBURGH fe JPHILADELPHIA 


/ ~~ BALTIMORE 
CINCINNATI 


a 


Fe oF ak ees 
0S re RE FEPCRRE e 


Pennsylvania Terminal Warehouse Co., St. Louis, Mo. Ea 
Pan Handle Storage Warehouse, Cincinnati, O. 
Philadelphia Tidewater Terminal, Philadelphia, Pa. 


Duquesne Warehouse Co., Pittsb Pa. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 


LABS 
es NBN SIS, SER NR STEER AP TE eR ar OEE EEREE SACS 
Wamoenegpren ston 1 CONE LON 
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President and Treas. 
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W. L. HOLZBAUR 
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Engineer 
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DISTRIBUTION and WARE 


240 SOUTH PENNSYLVANIA ST 


THE TRAFFIC WORLD 


NORMAN METZGER 
Vice-Pres. and Secretary 


= — i * 


Executive Offices, Indianapolis, 
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A. B. EFROYMSON ' 
Vice-Pres.in Charge of Operation 


JOHN S. GANO 


Gen. Supt. Terminal 
Properties 


F. L. SULLIVAN 
Manager Traffic Department 


HOUSE SERVICE 


Operating the following Terminals 


THE NINTH STREET TERMINAL WAREHOUSE COMPANY Cleveland, Ohio 
THE UNION STORAGE COMPANY OF ERIE ; 


THE CINCINNATI TERMINAL WAREHOUSE COMPANY 


INDIANA TERMINAL WAREHOUSE COMPANY . 
INDIANA REFRIGERATING COMPANY . ° 
MICHIGAN TERMINAL WAREHOUSE COMPANY 


General Storage 


Erie, Penna. 

, Cincinnati, Ohio 
Indianapolis, Ind. 
Indianapolis, Ind. 

- Detroit, Mich. 


Cold Storage Distribution Forwarding 
Associated with Distribution Service, Inc. 
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United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE| AMERICAN DELTA LINE AMERICAN DISPATCH LINE 


New Orleans and other 





































AMERICAN DIAMOND LINES 





























Philadelphi Rotterd 
New York to Trinidad, Gulf Ports New York, a : to “ Amsterdam Gulf Ports (except New Orleans) 
° ailing every lays to 
the Guianas and (except Mobile) | ne gue rm pe : 
Virgin Islands to py eae ee East Coast of South America 


Baltimore 


Rotterdam 
—— Roads to hakoow 


2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Fortnightly Sailings 












Brazil and River Plate Ports 
Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


A Sailing Every 3 Weeks 






















COLOMBIAN STEAMSHIP CO., (inc.) 


MUNSON STEAMSHIP LINE 
17 Battery Place New York City 


67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 














Managing Operators 





Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 


































North Atlantic Portsto allMediterran- | Baltimore =, Havre 
beg ye — ayy a eanPortsincluding Adriatic,Black Sea a . Dunkirk New York to India 
New Orl Annirng , bastion A and Manchester and Levant Ports, French Mediterran- ee eS ee 
en Fortnight i Sailings ean, WestCoastof Italy. 2SailingsaMonth New York to avre 






North African Ports with Mediterran- Monthiy Sailings 


ean or Adriatic Ports as cargo offers. 
Monthly Sailings Greek, Black Sea Ports, 
Constantinopole Monthly Sailings Malta, 







New Orleans and Texas Ports to London 
and Hull 
Monthly Sailings 
Houston and Galveston to 





A Sailing every 10 days 
Philadelphia to Bordeaux 


Philadeloh Bordeaux | ROOSEVELT STEAMSHIP 






















eee a pan we ney ae and Alex- A: Sailing Every 20 Days COMPANY, (Inc.) 
UNITED wat LFS S. CO. (Inc.) THE EXPORT STEAMSHIP CORP. | COSMOPOLITAN SHIPPING CO., (Inc.) | 44 Beaver St. New York 


25 Broadway New York City 42 Broadway New York City 
Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE| AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 








Whitney yee heen > «» New Orleans, La. 

















New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
Balti Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
a aun ds °° Hull Monthly Sailings Monthly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphia : —— eee Rotterdam and (Chi on Ports it ap ee ) Constantinople, Malta, 
0 u ntwer Ina, Japan an illippines : : 
Boston Leith Monthly pw ’ Monthly Sailings nl North Africa, (East of Bizerta) 







Monthly Sailings 
2 Sailings a Month ATLANTIC GULF AND NITED G .$.CO., (In 
J. H. WINCHESTER & CO., (Inc.) THE CAROLINA COMPANY - weg: Hote ( mans 













a : ORIENTAL S. S. CO., (Inc.) Whitney Central Bldg., 
17 Battery Place New York City Charleston, S.C. 17 Battery Place, New York City Sexe Gina 
Managing Operators Managing Operators Managing Operators Managing Operators 






























































AMERICAN REPUBLICS LINE |AMERICAN SCANTICLINE| AMERICAN AMERICAN 

-sethang * New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 
Monthly Sailings Baltimore w York 

has ~ sono amg ™ Brazil and to a (Gulf via New a as offers) 

Jack: iver ate M4 2 

jn ee gg Ports Scandinavian ond South and East African Ports | Azores, Seaeiea — Madeira 

eaten Monthly Saltings, Baltic Ports M. vs and West Africa 

Peco <a ds t° at Plate 2 Sailings a Month onthly Sailings 














Monthly Sailings 


A. H. BULL & COMPANY (Inc.) 
40 West Street New York City 








Monthly Sailings 
INTERNATIONAL FREIGHTING CORP. 
44 Whitehall Street New York City 








A. H. BULL”& COMPANY, (Inc.) 
40 West Street New York City 


Managing Operators 


yo: & a CO.,(Inc.) 
5 Broadway New York City 


Managing Operators Managing Operators Managing Operators 


ATLANTIC GULF-WEST [MISSISSIPPI VALLEY|MOBILE OCEANIC LINE|ORIOLE LINES 
AUSTRALIAN LINE [MEDITERRANEAN LINE) EUROPEAN LINE | Mobile, Pensacola, —|irencal =n Fruzsina 












































































New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Month 


. Philadel Boston to Li »Man- 
poner ee New Orleans — chester. p2 Formiahiy Saling 
New York to Australian] London, Rotterdam, Antwerp to — - ane eS Aa ew is 
and New Zealand Ports “Sal tae < Havre—Antwe London Havre Antwer Sailings every 10 days 
Monthly Sailings Portuguese and Spanish Atlantic Po ” : ; *P» | Boston, Baltimore, Hampton Rds, Phil 
Monthi ) Sailings 2 Sailings a Month Rotterdam, Hamburg, to Glasgow. Fortnightly Sailings 
UNITED STATES & Spanish Medi wih d North Bremen Baltimore, Philadelphia, New York to 
pani editerranean an Cork. Dublin, B Lond 
AUSTRALASIA S. S. CO, | Aitican Ports (West of Bizerts.) | MISSISSIPPI SHIPPING | “1 ag > monn 
. . A Sailing every 20 days CO., (Inc.) WATERMAN S.S. CORP. Baktimer Non ent bl Debt, 
6-10 Bridge St., New York City], TAMPA INTEROCEAN . 8. CO. sear Glan Be. Mobile, Ala. ~ qramgnaage 
Managing Operators ss _ é ean La. Managing Operators Managing Operators CONSOLIDATED NAViGAT ON C6. 
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New York to New Orleans to Bremen and| Houston and Galveston New York to Southampton | Baltimore, Hampton Roads, 
Rio de JaneiroJSantos, eae MB recent : Fr som ron A “a ae _ Philadelphia, Boston 
. b 2 Sail: Month ew Yor to 
Montevideo and. "Houston and Gaives te ay Havre and Antwerp i Cantinen antiliahind 
* remen an otterdam ili: 
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Houston to Bremen and Ham.-| 
burg. 2 Sailings a Month 


LYKES BROS.-RIPLEY S.S. 
Co., (Inc.) 
925 Whitney Central Bldg., 
New Orleans, La 
Managing Operators 


2 Sailings a Month 
Fortnightly Sailings 
MUNSON STEAMSHIP LIN 
67 Wall Street New York Ci 
Managing Operators 


LYKES BROS. -RIPLEY 
. S. CO., (Inc.) 


Houston, Texas 


Weekly Sailings 


















UNITED STATES LINES ROGERS & WEBB 
45 Broadway New York City|110 State Street Boston, Mass. 


Managing Operators 
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UNITED STATES SHIPPING BOARD FLEET CORP. 
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THE TRAFFIC WORLD 


Where to reach them 


S. A. & A. P. Comes Home 


OTHING COULD better 

illustrate the saner trend of 
modern thought than the an- 
nouncement that the Interstate 
Commerce Commission has ap- 
proved the lease by Southern Pa- 
cific of the San Antonio and Aran- 
sas Pass Railway, formerlya South- 
ern Pacific property, the divorce 
of which was forced by Court ac- 
tionundertheformer theory of law. 


TheS.A. & A. P., with 730 miles of 
main track in southeastern Texas, 
fits into the Southern Pacific plan 
of development in that fruitful 
field. Operation by the parent 
company will effect economies 
and provide efficient service for 
the public, furnishing the reason 
for its acquisition, which appealed 
to the people affected and to the 
Commission. 


The line serves Waco, Houston, San 
Antonio, Beeville, Cuero, Corpus Christi, 
Aransas Pass and other important 
points. Our map will be corrected in 


an early issue. 


For information, 


® Address ‘‘General Agent, Southern Pacific Lines’’ 


—The Postman Knows Him. 
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